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this  study  is  an  analysis  of  the  local  delivery  system  at 
the  Naval  Supply  Center  Oakland,  California.  Specifically,  the 
study  provides  information  regarding  the  average  costs  of 
deliveries  to  various  customer  locations  and  how  driver  time  is 
distributed  between  travel  and  non-travel  functions.  As  a 
result  of  the  study,  the  authors  concluded  that  Naval  Supply 
Center  Oakland  and  Public  Works  Center  San  Francisco  are  more 
concerned  with  the  effectiveness  of  the  local  delivery 
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operation  than  with  its  efficiency.  Accordingly,  recommendations 
regarding  modifications  to  the  current  local  delivery  operation 
are  provided  in  an  effort  to  more  evenly  balance  the  emphasis 
between  the  system's  effectiveness  and  efficiency. 
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iBSTViCT 

This  study  is  an  analysis  of  ths  local  delivery  systss  at 
ths  Vasal  supply  Csntsr  Oakland*  California.  Specifically* 
ths  study  provides  inforsation  regarding  ths  average  costs 
of  deliveries  to  various  custoser  locations  and  hov  driver 
ties  is  distributed  between  travel  and  non-travel  functions, 
is  a  result  of  the  study*  the  authors  concluded  that  Saval 
Supply  Center  Oakland  and  Public  forks  Center  San  Francisco 
are  sore  concerned  with  the  effectiveness  of  the  local 
delivery  operation  than  with  its  efficiency,  accordingly* 
recon sen da t ions  regarding  Modifications  to  the  current  local 
dSLivery  operation  are  provided  in  an  effort  to  aore  evenly 
balance  the  eaphasis  between  the  systeu's  effectiveness  and 
efficiency. 
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I.  IlX£2£fl£ZI2S 


t.  PUEPOSE 

■aval  supply  cantar  (BSC)  Oakland  is  an  organisational 
alaaant  of  the  Dapartaant  of  Oafensa  Batarial  Distribution 
Systaa  (DODBDS) .  la  such,  its  priaary  af forts  are  devoted 
to  procuring,  receiving,  storing,  issuing,  transporting  and 
accounting  for  aaterial  in  support  of  DOD  activities,  prima¬ 
rily  Bavy  fleet  units,  COBOS  activities  and  overseas  bases. 
This  study  will  concentrate  on  the  local  dalivery  aspect  ol 
BSC  Oakland* s  aission.  Local  delivery  is  defined  as 
delivery  of  aaterial  via  truck  to  custoaers  within  a  100 
aile  radius  of  the  Supply  Center.  Sped fici ally,  the 
purpose  of  this  study  was  to  deternine  the  vehicle  operator 
and  equipaent  rental  costs  of  the  local  delivery  systea 
utilised  at  BSC  Oakland  and  to  deternine  how  driver  and 
equipaent  utilization  tines  were  distributed  between  various 
aspects  of  the  delivery  function. 

B.  METHODOLOGY 

The  research  aethods  used  during  this  study  were 
designed  to  establish  an  understanding  of  how  the  local 
delivery  systea  was  operated  (based  on  trips  actually  aade 
during  the  south  of  October  1981),  to  outline  the  flow  of 
funds  for  the  payees t  of  purchased  delivery  services,  to 
deternine  what  aanageaent  devices  were  in  use  to  control 
spending  on  and  the  utilization  of  the  local  delivery 
systea,  and  to  sake  recoaaendations  on  how  the  systea  Bight 
be  aade  aore  efficient. 
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Research  conducted  included:  &  literature  review  of 
policies,  regulations  and  reports  applicable  to  Bavy  trans¬ 
portation  in  general  and,  sore  specifically,  the  local 
delivery  systes  utilized  by  BSC  Oakland;  field  trips  to 
selected  Bavy  and  civilian  organizations  involved  with  local 
delivery;  and,  an  analysis  of  the  available  tine  and  cost 
data  regarding  driver  and  equipnent  charges  in  support  of 
BSC  Oakland*s  local  delivery  systes. 

Field  trips  taken  included  those  to  BSC  Oakland  to 
faailiarize  the  authors  with  the  current  local  delivery 
systes  and  the  environaent  within  which  it  functions. 
Additional  field  trips  were  Bade  to  the  corporate  offices  of 
Safeway  Stores  and  a  United  Parcel  Service  terainal  both 
located  in  Oakland,  California.  These  visits  were  nade  to 
learn  what  aethods  those  firns  used  to  proaote  efficiency  in 
their  delivery  operations.  Field  trips  were  also  taken  to 
BSC  San  Diego  to  deteraine  how  an  activity  siailar  in  size 
and  aission  to  BSC  Oakland  aanages  the  local  delivery  func¬ 
tion,  and  to  the  Bavy  Haterial  Transportation  Office 
(BAVMTO)  in  Borfolk,  Tirginia  to  obtain  that  office  s 
perspective  on  the  local  delivery  situation  at  BSCs  in 
general. 

The  data  analysis  consisted  priaarily  of  an  analysis  of 
local  delivery  driver  trip  tickets  and  dispatcher  logs  for 
the  aonth  of  October,  1981  as  well  as  an  analysis  of  the 
driver  and  equipaent  costs  for  the  saae  aonth. 

C.  THESIS  0B6ABIZATZ0B 

Chapter  I  of  this  thesis  has  presented  the  authors' 
objectives,  purpose  and  aethodology.  Chapter  II  describes 
the  current  local  delivery  systea  and  how  it  is  funded, 
suaaarizes  previous  studies  dealing  with  DODHDS  and  BSC 
Oakland's  local  delivery  systea,  discusses  issues  ispacting 
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on  efforts  to  ieprove  the  systee  end  saeearizes  infornation 
obtained  on  various  field  trips.  Chapter  III  presents  an 
analysis  of  the  costs  and  tine  factors  of  the  local  delivery 
systee  pins  additional  findings  detereined  daring  the  coarse 
of  this  stady.  Chapter  IV  Is  a  discnsslon  of  the  findings 
presented  in  Chapter  III.  Chapter  T  presents  a  saaaary  of 
the  conclasions  drawn  in  Chapter  IV  and  Bakes  recoeeenda- 
tions  regarding  how  to  ieprove  the  balance  of  the  efficiency 
and  effectiveness  within  the  local  delivery  systee. 
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II.  BACESmiB 


1.  DBSCBIPTIOI  OP  ISC  OAKLAID*  S  LOCAL  DBLIVBBY  SYSTEH 

To  an dor st and  thw  anvironaant  within  which  th«  local 
daliwary  systaa  o  pa  rat  as,  it  is  nacassary  to  azplain  how  tha 
local  daliwary  systaa  fits  into  tha  owarall  ISC  Oakland 
organization,  disc  ass  tha  aagnituda  of  tha  local  dalivary 
systaa  with  raspact  to  tha  total  ISC  Oakland  oparation  and 
dascriba  tha  procass  atilizad  by  ISC  Oakland  for  rwceiwing 
and  ptocassing  cnstonar  raqoasts  for  aatarial  froa  both  a 
docoaantation  flow  and  a  aatarial  nowaaant  parspactiwa. 

i-  cauMi  s saniiftUaa 


ICS  Oakland  is  organizad  into  sawaral  oparating  and 
support  dapartaants  in  ordar  to  patfora  its  anlti-facstad 
a  is  si on.  (in  organisation  chart  is  prowidad  as  Pigara  2.1.) 
Tha  oparating  dapartaants  inclada  tha  Inwantory  Control 
Dapartaant,  tha  Bagional  Contracting  Dapartaant,  tha 
Physical  Oistribation  Dapartaant,  tha  Awiation  Dapartaant, 
tha  Pnal  Dapartaant,  tha  Bagional  financial  sarwicas 
Dapartaant  and  tha  ladaar  laapons  Supply  Dapartaant. 

Tha  local  daliwary  systaa  is  an  alaaant  of  tha 
Physical  Oistribation  Dapartaant.  As  sach,  tha  local 
daliwary  function  is  parforaad  by  tha  Praight  Handling 
Saction  of  tha  Cantral  shipping  Branch  which  is  part  of  tha 
Balk  Oistribation  Diwision  within  tha  Physical  Oistribation 
Dapartaant.  (Saa  figoras  2.2  and  2.3  for  applicabla  dapart- 
aantal  and  diwisional  organization  charts.) 

According  to  ISC  Oakland* s  Organisation  Hanaal 
t Baf.  1],  tha  Physical  Oistribation  Dapartaant *s  rasponsi- 
bilitias  inclada:  Bacaiwing,  storing,  issuing  and  shipping 
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Vigor*  2.1  ISC  Oakland  Organization  Chart 


all  aatarial  except  bolk  foal  and  inart  nodaar  ordnanca 
aatarial;  dir acting  and  controlling  associated  traffic  f auc¬ 
tions;  providing  aatarial  handling  agoipsant;  and,  providing 
hoosahold  goods  and  personal  affects  receiving,  shipping, 
storing  and  distributing  services  for  areas  assigned.  The 
Balk  Distribution  Division's  responsiblities  include: 
Beceiving,  storing,  issuing,  packing,  and  shipping  bulk 
aatarial  of  all  cognisances  stocked  at  ISC  Oakland  except 
subsistence,  bulk  fuel,  and  inert  nuclear  ordnance  aatarial; 
providing  naterials  handling  egaipsent  as  required; 


1» 


Figure  2.2  Physical  Diatribe t ion  Depart sent 


providing  liaison  between  isc  Oakland  and  Bilitasy 
Transportation  Haaagaaant  Coaaand  f astern  irea  (BTBCBi), 
Hilitary  Ocean  Terminal  Bay  Area  (BOTBh) ,  and  export 
contractors  for  operations  relating  to  aovesent  of  material; 
coordinating  actions  to  accoaplish  tieely  loading  of  Fleet 
support  Ships;  and,  performing  necessary  liaison/aonitoring 
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rlgts*  2.3  Btlk  Distribution  Division 
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for  special  projects.  The  Central  Shipping  Branch* s  respon¬ 
sibilities  include:  Providing  BTBCVR  with  projected  lift 
raquireaents  for  ISC  Oakland  generated  ocean  and  land  ship- 
seats  and  I1TBT0  vith  reqni resents  for  QUICKTRRIS  and 
Continental  United  States  (CORUS)  air  cargo;  preparing  and 
sob siting  requests  for  Export  Traffic  Belease;  evaluating 
transportation  perf or nance  practices#  including  docuaenta- 
tion  and  utilisation  of  equipaent#  and  carrier  or  contractor 
perfornance  for  achieving  optiaua  costs  and  effectiveness  of 
transportation  operations;  receiving  allocations#  ordering# 
loading#  documenting#  and  effecting  drayage  of  sea 
containers#  air#  land  and  ocean  break-bulk  cargo;  selecting 
node  and  carrier  rooting  for  COVUS  surface  and  air  shipaents 
as  authorised  by  Billtary  Traffic  Hanageaent  Regulations; 
reporting  transportation  holding  delays  for  Bilitary 
Standard  Requisition  and  Issue  Procedure  (BILSTBIP)  shipaent 
units;  and  receiving#  checking#  stowing#  staging#  loading# 
and  docunenting  local  delivery  naterial.  The  Freight 
Bundling  section* s  responsibilities  include:  receiving, 
checking#  packing#  staging  and  loading  Center  generated  and 
non -Center  generated  cargo  destined  for  local#  COIUS#  and 
overseas  activities;  deteraining  aanpover  and  equipaent 
requireaents;  coordinating  eith  the  docunentation  units  for 
the  docunentation  and  aovenent  of  freight  traffic  into 
coanercial  and  ailitary  channels;  reconaending  operational 
changes  to  facilitate  and  expedite  the  traffic  floe  in  line 
vith  the  physical  capabilities  of  warehouse  space  and 
available  personnel;  and#  recoanending  policies  and  estab¬ 
lishing  or  recoanending  procedures  or  criteria  to  increase 
effectiveness  of  operations.  The  Local  Delivery  Unit's 
responsibilities  include:  receiving#  checking#  consoli¬ 
dating#  stowing#  staging  and  loading  all  cargo  consigned  to 
local  Fleet  units  and  San  Francisco  Bay  area  DOD 
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activities ;  Maintaining  delivery  schedules;  and,  providing 
delivery  support  to  Military  Sealift  Coaaand  Pacific 
(MS CP  1C)  ships. 

2.  3k*  Magnitude  si.  Ik*  LSSfti  fi*Ul*£Z  2**E*li2a 

The  sagnitode  of  the  local  delivery  operation  is 
reflected  by  supply  operations  statistics  issued  by  HSC 
Oakland.  Supply  operations  statistics  for  Fiscal  Tear  (FT) 
1981  are  provided  in  ippendix  1.  For  exasple,  the  Center 
received,  on  the  average,  195,959  reguests  for  saterial  per 
aonth  during  FT  1981.  Of  these  requisitions,  sose  vere  for 
non-standard  it ess  (i.e.,  iteas  without  a  fational  Stock 
Hus be r)  and  sose  vere  for  standard  itess  not  stocked  at  VSC 
Oakland.  The  requests  for  standard  itess  stocked  at  RSC 
Oakland  resulted  in  an  average  of  137,791  issues  per  aonth 
or  an  87. 3*  net  saterial  availability.  Of  special  interest 
to  this  study  is  the  fact  that  these  issues  asounted  to 
42,918  seasuresent  tons  per  aonth,  of  which,  an  average  of 
20,083  seasuresent  tons  per  aonth,  or  46.8%,  were  processed 
via  the  local  delivery  systes. 

is  a  related  issue,  approxisately  17. St  of  the  FT  81 
issues  vere  classified  as  Issue  Group  I,  35. 4 t  as  Issue 
Group  II  and  the  reaaining  47. Ot  as  Issue  Group  III.  Issue 
Group  categorisations  are  the  result  of  priorities  estab¬ 
lished  by  reguisit loners  and  relate  to  issue  processing 
standards  with  Issue  Group  I  requiring  the  sost  expeditious 
handling.  The  tine  standards  relating  to  requisition 
processing  are  established  by  the  Onifors  Material  Hoveaent 
and  Issue  Priority  systes  (OHM IPS) .  The  effectiveness  of 
the  local  delivery  systes  can  be  Measured  by  its  ability  to 
seat  or  beat  the  applicable  OHHIPS  tiae  standards. 
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3.  flasmaiatlfltt  Has. 

Tha  process  that  ra  salts  in  an  issas  of  satsrial  at 
■SC  Oakland  Is  gaits  cosplez  and  begins  with  ths  supply 
Can tar  receiwing  a  castosar*s  requisition  wia  sassage*  sail* 
phona  or  hand  deliwery.  Baqaisitions  ara  acraanad  to 
datarsina  if  thay  ara  for  standard  or  non-standard  itaas 
and ,  if  standard*  whathar  or  not  tha  itaa  raqaastad  is 
stocked.  If  tha  itaa  raqaastad  is  stocked*  tha  raqaisition 
is  farthar  acraanad  to  datarsina  if  tha  it as  is  in  stock  or 
not.  Baqaisitions  for  non-standard  and  not  stockad  or  not- 
in- stock  standard  itaas  ara  forwardad  to  tha  appropriata 
itaa  aanagar  at  aithar  tha  Gantar  or  an  Invantory  Control 
Point  for  action. 

Tha  procsss in g  of  tha  rasaining  requisitions  (those 
for  in-stock*  standard  itass)  is  dona  by  issue  group  (IG). 
10- 1  requisitions  ara  in  pat  alnost  continuously  to  the 
Can tar* s  aain-frase  coapnter,  I6-IZ  and  III  ragaisitions  are 
batched  and*  in  nost  cases*  entered  a wary  four  hoars.  Issue 
Group  categorization  also  controls  the  preparation  of  issue 
documents.  For  IG-I*  issue  docasants  free- flow  from  aithar 
the  sain- f rase  coaputer  or  resote  terainals.  IG-II  and 
IG* 111  issues  ara  generally  collected  and  printed  once 
daily. 

Once  tha  issue  document  is  printed*  the  docuaenta- 
tion  flow  continues  to  play  a  significant  role  including 
pro widing  feedback  for  naintenance  of  inwentory  records. 
This  aspect  of  the  docunentation  flow  is*  howewer*  beyond 
the  scope  of  this  study.  Of  concern  now  is  tha  satarial 
bow as ant  triggered  by  tha  preparation  of  tha  issue  docuaent. 

«.  Batarial  flow 

Is  indicated  earlier*  the  aoweaent  of  satarial 
issued  by  ISC  Oakland  is  tha  responsibility  of  tha  Physical 
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Distribution  Depart  sent.  Receipt  and  issue  of  aatarial  into 
and  oat  of  ISC  Oakland's  warehouses  is  accosplishad  prisa- 
ril y  by  naans  of  an  Autosated  latarial  Handling  Systes 
(IB HS)  oparating  batvaan  tha  Cantar's  aain  warehouses.  IHBS 
is  a  nachanical  syataa  that  allows  a  warehouseaan  to  pick 
aatarial  for  an  issue,  placa  it  in  a  codad  tota  pan,  pat  tha 
pan  on  a  conn ay or  bait  and  have  tha  pan  aatosatically  rootad 
to  a  staging  araa  for  packaging/shipping.  Hatarial  not 
cospatibla  with  tha  IHBS  is  soved  by  othar  forns  of  aatarial 
handling  agaipaant  including  forklifts,  warahoasa  tractors, 
straddla  tracks,  ridar/walkar  transporters,  plat fora  tracks, 
warahoasa  cranas  or  warahoasa  electric  tractors.  Hatarial 
to  be  shipped  via  tha  local  delivery  systan  is  noraally 
staged  at  tha  local  delivery  warahoasa  (Bldg.  341).  (MOTH: 
ISC  Oakland  is  in  tha  process  of  installing  a  state-of-the- 
art,  coaputar  based  aatarial  handling  and  control  systan 
known  as  BXSTIRS  which  will  sake  each  of  the  current  IHBS 
obsolete.  IXSTIRS  will  be  discussed  sore  folly  in  a  later 
section  of  this  chapter.) 

Tha  local  delivery  systan  has  tha  potential  to 
deliver  aatarial  to  approriaately  ISO  custoaers  within  a  100 
sila  radius  of  ISC  Oakland.  However,  tha  balk  of  the  local 
deliveries  are  to  twelve  sajor  concentrations  of  DOD  activi¬ 
ties  within  a  60  nils  radios.  Idditionally,  tha  local 
delivery  systan  delivers  to  BOTBI  for  further  aovanant  by 
water  and  to  Travis  lir  Force  Base,  HcClellan  lir  Force 
Base,  San  Francisco  International  airport  and  Oakland 
International  Airport  for  farther  sovesent  by  air.  Tha 
sajor  points  of  delivery  can  be  clustered  into  sajor 
geographical  areas  as  shown  in  Figure  2.4. 

Currently,  there  are  four  regularly  scheduled 
delivery  routes  (called  "stakes")  that  service  sajor 
custoaers  around  the  bay  area.  The  current  schedule  for  the 
four  regularly  scheduled  stakes  is  shown  in  Table  I. 
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Concord  £ 


Figaro  2.*  Hftjor  Local  Dali  vary  iraaa 


TABLE  I 


Schedule  for  Local  Dal It arias 

Stake 
1 

2 


3 

a 

Stakes  1  and  2  generally  use  40-foot  trailers  and 
depart  the  local  deli  eery  warehouse  (Bldg.  341  BSC  Oakland) 
at  approxieately  0900  daily.  Stakes  3  and  4  normally  use  2 
1/2  ton  stake  trucks  and  depart  Bldg.  341  at  1000  and  1400 
daily. 

In  addition*  two  trucks  per  night  are  sent  to  Trawls 
APB,  one  is  to  go  to  the  QOICKTBAIS  tereinal  and  the  other 
to  the  Bilitary  Airlift  Couaand  (BAC)  tereinal.  All 
naterlal  that  is  to  he  further  transported  to  sajor  fleet 
centers  within  the  continental  United  States  and  is  suitable 
for  shipaent  by  couuercial  airlines  goes  to  the  Q0XCKTBABS 
tereinal.  All  other  air  cargo  goes  to  the  BAC  tereinal.  A 
cossercial  carrier  also  wakes  a  daily  trip  fros  the 
Q  DICK  TEARS  tereinal  to  BSC  Oakland  and  other  aajor  Bawy 
actiwities  in  the  Bay  area ;howewer,  this  run  is  part  of  a 
contract  centrally  adeiaistered  by  BATBTO  and  is  not  charged 
to  the  local  delivery  systea.  Baterial  destined  for  the  BAC 
tereinal  can  be  seat  to  the  QOICKTBABS  tereinal  and  vice 
versa  because  there  is  a  shuttle  that  aoves  aaterial  between 


Bajcr  Area  Served 

Frequency 

Bare  island 

Concord 

Skaggs  Island 

Daily 

As  Required 
As  B squired 

Treasure  Island, 

San  Francisco  Piers 
Presidio 

Hunter's  Point 

San  Bruno 

Boffet  Field 

AsHlquired 

rau- 

Daily 

BAS  Alaaeda 

Oakland  Area 

Twice  Daily 
As  Required 

BASF  Alaaeda 

Twice  Daily 
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the  two  terainals.  Additionally ,  a  track  is  s«nt  as 
required  to  tbs  tsrainal  for  logistics  support  of  Air  Fores 
installations  (L06AIB)  at  ScClellan  AFB. 

Batsrial  to  bs  ship pad  via  ths  local  dslivsry  systsa 
is  noraally  rscsivsd  at  Bldg.  341  on  pallets  and  aost  bs 
sorted  by  costoaer  and  staged  for  delivery.  When  the  daily 
runs  for  Stakes  1  and  2  are  coapleted,  the  trailers  are 
spotted  at  the  Bldg.  341  so  they  can  be  loaded  tor  the  next 
day *s  deliveries.  Material  received  after  1400  for  Stakes  3 
and  4  is  held  for  loading  the  following  day.  The  eatoff 
tiae  for  aaterial  destined  for  the  QOICKTBAIS  terainal  or 
the  B AC  terainal  at  Travis  AFB  is  1600. 

5.  ttadiM  Considerations 

The  tracks  used  by  the  local  delivery  systea  are 
rested  froa  Public  Works  Center  (PWC)  San  Francisco  at  an 
hoarly  rate  plan  nileage.  Additionally,  aost  vehicles  and 
egaipaent  rented  require  PWC  drivers  who  are  charged  for 
based  on  an  hoarly  rate  plas  overtiae  if  incurred. 

The  drivers  on  the  four  regularly  scheduled  stakes 
axe  usually  the  sane  each  day,  thus  they  are  faailiar  with 
where  and  to  whoa  delivery  is  to  be  aade.  The  drivers  are 
told  by  BSC  personnel  which  cue toners  on  their  stakes  are  to 
receive  delivery.  The  drivers  then  pick  their  own  routes 
consistent  with  the  order  in  which  the  truck  has  been 
loaded.  Bach  driver  is  to  aaintain  a  trip  ticket  to  record 
arrival  and  departure  tiaes  along  with  odoaeter  readings. 
Additionally,  the  PWC  dispatcher  aaintains  logs  to  aonitor 
driver  assigaaents  and  egaipaent  usage. 

The  cost  of  personnel,  facilities  and  operating 
expenses  for  aost  aspects  of  ISC  Oakland* s  local  delivery 
systea  is  paid  for  by  operation  and  aaintenance  funds 
provided  to  ISC  Oakland  by  the  laval  supply  Systeas  Coaaand 
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(IIYSOP) •  Oft*  significant  axe* pt ion  to  this  practice  is  the 
paynent  for  the  costs  of  vehicles  and  drivers  "purchased" 
fro  a  the  PIC  which  is  funded  by  BiVStJP  separately.  The  only 
costs  that  will  be  dealt  wiht  in  the  renai&der  of  this  study 
will  be  the  costs  of  these  purchased  services. 

The  buyer-seller  relationship  existing  between  ISC 
Oakland  and  PIC  San  Francisco  is  authorized  because  the  PIC 
is  a  lavy  Industrial  Fund  (IIP)  activity.  In  general,  the 
sission  of  I IF  activities  is  to  perfora  work  for  lavy  or 
other  authorized  custoaers  on  a  reimbursable  basis.  To 
aoeoaplish  this,  the  IIP,  which  is  a  revolving  fond  coaposed 
initially  of  a  corpus  of  funds  appropriated  by  Congress,  is 
drawn  down  as  funds  are  expended  to  do  work  and  then  is 
rei abursed  froa  the  appropriated  operating  funds  of  the 
activities  for  which  the  work  is  aecoaplished.  This  reia- 
burseaent  is  designed  to  return  the  Fund  to  its  original 
condition. 

Transportation  services  (drivers  and  eguipaent)  are 
currently  purchased  on  a  Class  "C",  or  individual  reguest, 
basis  under  a  work  reguest  issued  by  ISC  Oakland's 
Coaptroller.  Bates  are  set  in  advance  of  the  period  in 
which  they  are  used  and  are  proaulgated  by  PIC  instruction 
(Bef.  2].  These  "stablilized"  rates  are  designed  to  allow 
the  using  activity  to  accurately  budget  for  services.  PIC 
Transportation  Oeparteent  personnel  collect  local  delivery 
systen  driver  and  eguipaent  usage  data  using  dispatcher  logs 
and  trip  tickets.  Monthly  listings  of  charges  by  vehicle 
type  and  eguipaent  nuaber  and  billing  snaaaries  by  work 
center  and  job  order  nuaber  are  aechanically  prepared  froa 
this  data. 

In  accounting  docuaeat,  prepared  froa  the  billing 
suaaariea,  is  forwarded  acnthly  froa  PIC  San  Francisco  to 
the  Begional  Financial  services  Departaent  of  the  Supply 


Center  for  payment  in  order  to  reimburse  the  iif  for 
services  purchased  for  the  local  delivery  operation.  The 
Begional  Financial  Services  Department  charges  the  aaonnt  of 
the  billing  to  the  levy  Sanageeent  Fund  (IHF). 

The  IHF  is  a  revolving  fund  that  initially  finances 
and  provides  an  inforaation  base  to  report  transportation 
costs  to  lavy  management.  This  initial  financing  provides 
for  central  accounting  for  certain  types  of  lavy  transporta¬ 
tion  which  ultimately  results  in  charges  being  cleared  from 
the  IHF  to  the  applicable  financing  appropriations.  Costs 
which  are  currently  cleared  through  the  IHF  are  those  which 
involve  Government  Bills  of  Lading  (GBLs)  for  other  than 
household  goods  shipments ,  transportation  contracts  and 
military  transportation  agencies. 

Under  the  guidance  of  IATSOP,  IAYHTO  is  involved  in 
a  program  to  eliminate  the  IHF.  In  the  future,  transporta¬ 
tion  charges  (such  as  local  delivery  transportation)  will  be 
directly  cited  to  the  funds  currently  reimbursing  the  IHF. 

Transportation  of  lavy  material  is  generally 
categorized  by  ihTSOP  as  either  First  or  Second  Destination. 
First  Destination  Transportation  (FDT)  is  that  transporta¬ 
tion  required  to  effect  the  delivery  of  material  from  a  lavy 
industrial  activity  which  fabricates  new  material  or  a 
procurement  source  outside  the  Defense  Supply  System  to  the 
first  point  of  use  or  storage  for  subsequent  transfer  within 
the  laval  Supply  System.  Second  Destination  Transportation 
(SDT)  is  any  transportation  other  than  FDT.  Together,  FDT 
and  SDT  make  up  what  is  called  Service  Ride  Transportation 
(SIT).  FDT  is  of  no  additional  concern  for  this  study  and 
will  not  be  ezanined  further. 

Charges  for  SDT  can  include  those  for  port  handling, 
freight  cartage,  and  other  costs  incurred  incident  to  ship¬ 
ment  of  property.  It  is  under  the  term  "freight  cartage" 
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that  ISC  Oakland  is  authorized  to  charge  purchased  services 
for  the  local  delivery  system  to  transportaion  Account  Code 
(TAC)  1035  (which  identifies  it  as  SOT  used  ezclusively  at 
ISC  Oakland).  IATBTO  accumulates  these  charges  in  the  IBP 
and  charges  SIT  funds  adainistered  by  IATS0P  in  order  to 
reinburse  the  IBP. 

In  sunaary,  transportation  services  for  the  local 
delivery  systea  are  initially  funded  by  the  IIP  which  is 
reisbursed  by  the  IBP  which  is  ultiaately  reiabursed  by  SIT 
funds.  Therefore,  the  custoaer,  BSC  Oakland,  does  not  pay 
for  the  delivery  services  provided  by  PIC  San  Prancisco. 

Ulasiiuaaa  and  efficiency 

effectiveness  in  an  operation  iaplies  that  the  task 
being  done  is  the  right  one  and  that  it  is  achieving  desired 
results.  If  a  local  delivery  systea  delivers  all  aaterials 
to  the  correct  custoaers  within  prescribed  tiae  fraaes  and 
within  acceptable  levels  of  loss  and  daaage,  then  it  can  be 
described  as  effective  in  delivering  aaterials. 

Efficiency,  on  the  other  hand,  iaplies  that  whatever 
activity  being  performed  is  being  done  correctly,  usually 
obtaining  soae  prescribed  result  with  aininua  effort  or 
cost.  Efficiency  in  a  local  delivery  systea  can  aean  that 
all  aaterials  Bade  available  for  delivery  to  a  nuaber  of 
different  custoaers  are  delivered  at  the  least  cost  to  the 
distributor.  To  aaziaize  efficiency,  a  delivery  operation 
should  ainiaize  the  nuaber  of  trucks  and  drivers  used  and 
ensure  that  trucks  are  loaded  to  the  aaxiaua  extent  possible 
before  dispatching  then.  Drivers,  being  relatively  aore 
expensive  than  equipnent,  should  be  used  predoainantly  to 
nave  material  instead  of  waiting  for  it  to  be  loaded  and 
offloaded. 
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&  local  delivery  operation  coaid  be  afficiant  bat 
ineffective  if  it  relied  totally  upon  a  systaa  wherein 
deliveries  were  aade  to  cos toners  only  when  there  was  suffi¬ 
cient  voluae  to  totally  utilize  the  cargo  capacity  of  its 
vehicles.  Even  though  sons  predeter ained  cost  standard  per 
work  unit  is  achieved ,  this  operation  would  be  ineffective 
because  it  aakes  no  provision  for  delivering  urgently 
required  sate rials  on  an  exception  basis.  On  the  other 
hand#  a  delivery  operation  night  be  effective  in  delivering 
aaterials  on  tine  bat  inefficient  if  the  nethods  used  result 
in  gross  under-utilization  of  resources  such  that  acceptable 
standard  costs  are  exceeded. 

The  difficult  tasks  are  to  find  that  coabination  of 
resources  which  strikes  the  proper  balance  between  effi¬ 
ciency  n axial zing  and  effectiveness  aaxinizing  efforts  and 
to  develop  a  neans  of  aeasuring  both  in  order  to  properly 
nan age  the  delivery  operation.  Effectiveness  In  issue  and 
delivery  operations  in  the  levy  has  been  defined  and  quanti¬ 
fied  by  Onifora  Baterial  Hoveaent  and  Issue  Priority  Systea 
(OH HI PS)  tine  standards.  For  exaaple,  transportation  hold 
tiaes  for  Issue  Groups  I,  II  and  III  are  three ,  six  and 
thirteen  days  respectively  (Bef.  3].  To  a  certain  extent, 
efficiency  of  delivery  operations  has  been  quantified  by 
work  units  (aanhours  and  aeasureaent  tons)  used  in  the 
levy's  Resource  Hanageaent  Systea  (SHS)  accounting. 
However,  since  the  charges  for  local  delivery  drivers  and 
equipaent  at  HSC  Oakland  are  not  paid  for  by  the  Center's 
operating  funds,  they  are  not  included  in  BBS.  Therefore, 
the  perf  or  nance  data  generated  by  BBS  is  of  only  Halted 
usefulness  for  aeasuring  the  efficiency  of  Oakland's  local 
delivery  systea. 


B.  PUVIOOS  STUDIES 


1.  DODBDS  Study 

In  1978 *  a  data ilad  study  of  the  activities  of  the 
Dapartnant  of  Dafansa  Batarial  Distribution  Systaa  (DODBDS) 
was  cospleted  at  tha  diraction  of  tha  Joint  Logistics 
Cosaandars  (JLC) .  Tha  study  affort  was  con duct ad  by  a 
forking  Group  of  Military  and  DoD  parsonnal  reporting  to  a 
flag  Level  Control  Panel  with  representatives  fron  tha 
Logistical  Coeaands*  United  States  Bar ina  Corps  (OSHC) * 
Dafansa  Logistics  lgancy  (DLA)  and  tha  Office  of  tha 
Secretary  of  Dafansa  (OSD)  for  overall  nanagenent  and 
guidance.  Tha  purpose  of  tha  study  was  to  azanina  tha  COBOS 
wholesale  supply  distribution  systeas  of  tha  Aray*  navy. 
Bar  ina  Corps*  Air  force  and  DLA  and  "...r  aeons  and  i  a  preva¬ 
lent  s  which  would  support  operational  readiness  requirenents 
affectively  and  econoaically  in  peace  and  under 
aobilization/wartiae. "  [But.  B:  pp.  8*9] 

One  of  tha  racosuandations  of  tha  study  was  tha 
nargar  of  tha  sanagauant  and  a dninist ration  of  Havy  whole¬ 
sale  supply  distribution  facilities  at  Borfolk*  Oakland  and 
San  Diego.  lith  this  racoaaandation  in  Bind*  tha  secretary 
of  tha  Bevy  (SECMAV)  announced  in  Barch  1979  that  tha  whole¬ 
sale  supply  support  efforts  at  Baval  Air  Station  (MAS) 
Alaueda*  BAS  Borfolk  and  B AS  Borth  Island  would  be  consoli¬ 
dated  with  tha  parallel  wholesale  functions  parfornad  by  BSC 
Oakland*  BSC  Borfolk  and  BSC  San  Diego  respectively.  These 
consolidations  vara  undertaken  as  part  of  tha  Shore 
Bstablishnent  Bealignaent  (SBB)  affort  and  coauenced  1 
October  1979  with  BSC  Oakland  and  BAS  Alaneda  and  continued 
with  tha  BSC  Borfolk/BAS  Borfolk  consolidation  in  Bay  1980 
and  tha  BSC  san  Diego/BAS  Borth  Island  consolidation  on  1 
October  1980  (Bef.  5].  One  of  tha  aajor  ccncarns  regarding 
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the  proposed  consolidations  was  the  avoidance  of  an;  degra¬ 
dation  of  the  level  of  supply  support  provided  to  the  supply 
center's  new  and  old  custosers,  especially  Saval  iir  Bework 
facilities  (BiBFs)  located  at  Vaval  Hr  Stations. 

2-  ttUt  ihtm 

Is  a  related  issue,  several  studies  have  been 
I  conducted  vith  the  intent  of  developing  nev  local  aaterial 

distribution  plans  which  would  iaprove  supply  support  to  all 
custosers  served  by  the  supply  centers  in  Oakland  and  San 
Diego.  The  findings  of  sose  of  these  studies  are  suasarized 
below. 

Hernandez  and  Gall its  f  Bef .  6]  described  the  local 
j  delivery  systen  as  it  existed  at  ISC  Oakland  in  1976.  They 

!  also  exaained  alternative  aethods  of  delivery,  including 

conaercial  carriers,  and  developed  the  costs  for  each.  They 
concluded  that  the  then  existing  local  delivery  operation 
was  providing  excellent  service  and  was  the  least  costly 
alternative  exasined.  They  also  sade  several  recossenda- 
tions  for  further  reducing  the  costs  of  the  local  delivery 
operation. 

In  1979,  Vieczorek  and  Sastlund  [Bef.  7]  exasined 
the  aaterial  distribution  functions  associated  with 
providing  supply  sepport  to  isc  Oakland  local  custosers. 
iaong  other  things,  they  deterained  that,  for  the  period  of 
tine  they  studied,  60  percent  of  the  Supply  Center's  issues 
was  shipped  via  parcel  post,  9  percent  was  bearer  pickup/on 
base  delivery,  %  percent  was  shipped  via  coasercial  land 
carrier  and  4  percent  was  shipped  by  sea  as  breakbulk  or  in 
vans.  The  resaining  19  percent  was  delivered  via  the  local 
delivery  systea.  additionally,  they  discussed  alternative 
delivery  aethods  and  costs  attributable  to  local  delivery 
operations.  Their  conclusions  supported  Hernandez  and 

i 
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Gallitz*s  determination  that  tha  local  delivery  system  was 
affect is*  ia  satisfying  cnstoaar  needs  bat  they  were  anable 
to  seasure  the  efficiency  of  the  operation.  They  recoa- 
sended  that  the  transportation  segment  of  the  local  delivery 
systea  be  studied  in  greater  depth*  possibly  on  a  Vasal 
Supply  systems  Command  (VAVSOP)  level  because  of  the  need 
for  a  coordinated  effort  at  all  tidewater  areas  and  the 
likely  prospect  of  area-wide  local  delivery  transportation 
contracts  being  issued  as  a  cost  saving  measure. 

Brabosky*  Ovens  and  Popp  [Bef.  8]  analysed  pre-con¬ 
solidation  demand  history  data  for  supply  support  provided 
by  VSC  Oakland  to  its  local  customers  and  that  provided  by 
■  VIS  Alameda  to  VABF  Alameda.  The  purpose  of  their  analysis 
was  to  provide  a  baseline  of  data  that  would  facilitate  the 
i^  lamentation  of  the  consolidation  and  the  evaluation  of 
post-consolidation  supply  support  provided  by  VSC  Oakland. 
Additionally*  they  contended  that  the  database  developed 
could  be  a  source  of  information  for  revising  the  local 
distribution  systea  and  for  recommending  saterial  to  be 
stocked  at  either  the  supply  center  or  a  customer* s  site. 

Clausen  [Bef.  9]  described  the  local  delivery 
systems  that  were  utilized  by  VSC  Oakland  and  VSC  San  Diego 
in  late  1980*  discussed  the  classical  vehicle  routing 
problem  (VBP)  and  made  recommendations  for  improving  the 
routing  of  vehicles  at  the  supply  centers  in  question. 

Eller  and  Hoore  [Bef.  10]  azaained  and  documented 
the  VSC  San  Diego  local  delivery  systea  as  it  existed  in 
1980  in  order  to  provide  a  baseline  from  which  to  measure 
future  systea  performance  and  effectiveness.  They  concluded 
that*  at  the  time  of  their  study*  that  the  statistical 
information  they  had  gathered  lacked  sufficient  detail  to 
yield  conclusions  on  operational  efficiency  and  that  the 
current  work  measurement  unit*  pallet  count*  was  not 
appropriate  for  management  purposes. 


30 


Robertson  [Hef.  11 ]  discussed  the  iapleaentation 
philosophy  of  ths  consolidation  of  wholesale  supply  a cti Ti¬ 
tles  of  the  Vaval  Air  Station  forth  Island  vith  HSC  San 
Diego.  Ha  docnaantad  the  praconsolidation  supply 
requireaants  of  tha  HASP,  Horth  Island  and  other  local 
custoaers  and  proposed  a  list  of  itaas  to  be  stocked  in  a 
Heady  Supply  Store  at  tha  HABP.  Ha  observed  that  inforaa- 
tion  froa  his  thesis  could  be  used  for  developaent  of 
aatarial  warehousing  and  distribution  systens  at  the  HSC 
and ,  therefore#  proposed  lists  of  potential  itaas  to  be 
stocked  in  a  Heady  Supply  Store  at  the  HARP  and  in  the 
autoaated  warehouse  at  Supply  Center. 

C.  OTHER  COISIDBRIKOIS 

i.  cgatsastlM  £j& 

The  efficiency  of  buyer-sellar  relationships  between 
governaental  activities  is  coning  under  closer  scrutiny  as 
the  federal  sector  renews  its  eaphasis  on  obtaining  goods 
and  services  froa  the  private  sector  through  contracting 
out.  The  Governaent's  general  policy  of  reliance  on  the 
private  sector  for  goods  and  services  is  set  forth  in  Office 
of  Hanageaent  and  Budget  (OHB)  Circular  A-76  (Ref.  12]. 
This  circular  establishes  the  policies  and  procedures  to  be 
used  to  deteraine  whether  needed  coaaercial  or  industrial- 
type  work  should  be  done  by  contract  with  private  sources  or 
in-house  using  Governaent  facilities  and  personnel. 

A-76  defines  a  Governaental  coaaaercial  or  indus¬ 
trial  activity  as  one  which  is  operated  and  aanaged  by  a 
federal  executive  agency  and  which  provides  a  product  or 
service  that  could  be  obtained  froa  a  private  source. 
Additionally#  A-76  defines  a  private  coaaercial  source  as  a 
private  business#  university#  or  other  non-Pederal  activity# 
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located  in  the  United  states,  its  territocies  and  posses¬ 
sions,  the  District  of  Colosbia,  or  the  Coaaoneealth  of 
Pnerto  Hico,  which  provides  a  cossercial  or  indnstrial 
product  or  service  required  by  Cover nsental  agencies.  It 
should  be  obvious  that,  within  the  context  of  these  defini¬ 
tions,  the  local  delivery  service  provided  by  PGC  San 
Francisco  to  ISC  Oakland  qualifies  for  serious  consideration 
as  a  service  which  is  obtainable  froa  private  cossercial 
sources. 

Governaent  (in-house)  operation  of  a  cossercial  or 
industrial  activity  say  be  authorized  under  one  of  the 
following  conditions: 

1.  So  satisfactory  cossercial  source  is  available. 

2.  lational  defense  considerations  dictate  in-house 
perforsance. 

3.  Basalts  of  a  coaparative  cost  analysis  indicate 
in-house  perforsance  is  cheaper. 

It  is  the  last  condition  (cost)  that  has  the  aost 
significant  ispact  on  the  local  delivery  operation  at  BSC 
Oakland.  i  decision  for  in-house  perforsance  based  on  cost 
sust  be  supported  by  a  cost  cosparison  prepared  in  accord¬ 
ance  with  the  Cost  Cosparison  Handbook  which  was  issued  as  a 
suppleeent  to  A-76.  The  purpose  of  the  handbook  is  to 
provide  detailed  instructions  for  developing  a  cosprehensive 
and  valid  cosparison  of  the  estisated  cost  to  the  Gowernsent 
of  acquiring  a  product  or  service  by  contract  and  of 
providing  it  with  in-house,  Governaent  resources. 

Prior  to  conducting  a  cost  cosparison,  A-76  provides 
that  each  agency  should  assure  that  Governaent  operations 
are  organised  and  staffed  for  the  aost  efficient  perfora- 
ance.  To  the  extent  practicable  and  in  accordance  with 
agency  aaapower  and  personnel  regulations,  agencies  should 
precede  reviews  under  A- 76  with  internal  sanagesent  reviews 
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and  reorganizations  for  accomplishing  tho  work  sore  effi- 
ceintly.  it  tho  direction  of  tho  Baval  Facilities 
8ng is coring  coaaasd  (BAVFAC) ,  PBC  San  Prancisco  is  currently 
conducting  a  aanagonent  review  of  thoir  transportation 
functions  in  accordance  with  A- 76.  Consequently,  soae  of 
tho  rocossondations  oado  in  this  report  say  bo  superseded  by 
actions  initiated  by  the  PIC  or  soae  of  the  recoaaendations 
aade  aay  provide  ideas  for  additional  improvements.  In  any 
event,  the  outcoae  of  PRC  San  Prancisco *s  aanageaent  review 
and  subsequent  cost  analysis  regarding  transportation 
services  will  have  considerable  iapact  on  future  efforts  to 
iaprove  the  efficiency  of  the  local  delivery  effort  at  isc 
Oakland. 

2.  II STIES  art  XlXifiS 

Coincidental  to  the  supply  support  consolidation 
actions  aentioned  earlier,  BATStJP  undertook  an  effort  to 
upgrade  the  controlling  of  aaterials  handled  at  RSCs 
Oakland,  San  Diego  and  Borfolk.  That  effort  is  known  as  the 
Baval  Integrated  Storage,  Tracking  and  Retrieval  Systea 
(BISTABS)  and  was  initiated  to  "...reduce  over- a  11  costs  of 
logistics  support  by  draaatically  increasing  productivity 
and  iaprove  responsiveness  to  Pleet  and  industrial  custoaers 
by  increasing  our  capability."  (Bef.  13:  p.  55] 

In  order  to  achieve  these  objectives,  BISTABS  has 
been  designed  as  a  couplets  systea  for  handling  aaterial 
receipt,  storage,  consolidation,  parcel  post  shipping  and 
other  Inventory  aanageaent  procedures.  Bhen  fully  iaple- 
aented,  BX STABS  will  be  capable  of  tracking  aaterial  fron 
tine  of  receipt  to  tiae  of  issue.  To  do  this,  the  systea 
will  utilize  a  dedicated  process  controller  with  reaote 
Intelligent  terminals  for  data  input  and  operator  instruc¬ 
tion  along  with  micro- processor  controlled  aaterial  handling 
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equipment  and  associated  storage  aids  for  moving  and  storing 
aatsrial.  Additionally,  records  vill  be  instantly  updated 
as  processing  is  acco swished  in  order  to  provide  real-tine 
stock  states  and  requisition/rmceipt  processing  inforaation. 

Of  particular  interest  to  this  stndy  is  the  ability 

of  the  local  delivery  systes  currently  utilized  at  VSC 

Oakland  to  keep  up  vith  the  VI STARS  output.  This  concern 

vas  expressed  in  the  Supply  Center* s  Draft  Rholesale  Supply 

Support  consolidation  and  Varehouse  Modernization  Plan 

Clef.  14:  p.  14 J  prepared  for  VSC  Oakland  which  stated: 

Mer  to  achieve  planned  performance  rates. 

uses  state-of-the-art  process  controls  ana 
t  modern  materials.  At  its  upper  limit. 


25V  are 
en  at  a 


Period.  Even  though  parcel  post  is  used  to  ship 

5V  of  ISC  Oakland  issues.  the  remaining  25V  are 
the  most  difficult  to  handle  ana  ship.  tven  at  a 
reasonably  small  percentage  of  f  I  STARS  upper 
limits,  the  VI STARS  system  can  completely  saturate 
ISC  air,  land,  and  water  shipping  capacity. 
Therefore,  our  transportation  management  techni¬ 
ques  sust  be  la proved  to  provide  optimum  service 
from  a  new  VXSIAIS,  installation.  The,  Fleet 
Material  Support  Office  Tfsso)  is  designing  the 
lav|  AutosA^d  Tr£nsgor|ation  Documents  system 


Material  Support  Office  (FHSO)  is  designing  the 
'(MaIads?*?!!  r?ll  thfs8Seeaat^011  DociI,,*nt*  System 

According  the  the  requirements  statement  prepared  by 
FRSO,  the  primary  objectives  of  VAVADS  are  to  establish  and 
maintain  a  sufficient  database;  to  provide  management 
control  over  node  selection,  air  clearance  functions,  plan¬ 
ning,  shipment  consolidation  and  carrier  selection;  to  auto¬ 
mate  the  preparation  of  shipping  documentation;  to  provide  a 
transhipment  monitoring  and  control  system;  and,  to  provide 
a  local  delivery  scheduling  system.  In  other  words,  VAVADS 
is  being  designed  to  "...improve  documentation  speed/accu- 
rmey,  conserve  SDT  funds  and  meet  OHRIFS  timeframes." 
Clef.  IS:  ».  4 J 

As  currently  envisioned  at  Oakland,  VI STARS  and 
VAVADS  would  result  in  binnable  items  being  drawn  from 


stock,  consolidate*  by  enstossr  and  picked  op  at  the  RISTIRS 
warehouse  by  local  delivery  tracks.  Balk  saterials  would 
continue  to  be  forwarded  to  the  Bldg.  341  staging  and 
subsequent  delivery  to  local  custosers. 

3-  iritut  fcaaiiilsLi  Aaaasi  fliiicUl  flamtaA 

Under  DLI  Standard  Pricing  policy  [Ref.  16],  a 
systee-wide  or  standard  price  is  established  for  sost  iteas 
centrally  eanaged  and  procured  through  the  Defense  Stock 
Fund.  Standard  prices  include  the  following  eleaents: 
Material  cost,  transportation  surcharges,  wholesale  and 
retail  surcharges,  bulk  petroleun  products  service  expense 
surcharge,  authorized  expenses  and  price  stabilization 
rates.  Only  the  transportation  surcharge  is  of  concern  to 
this  thesis. 

Surcharge  rates  for  transportation  are  prescribed  by 
DLI  headquarters  with  input  fros  the  Defense  Supply  Centers 
(DSCs).  These  surcharge  rates  reaain  in  effect  until 
revised  rates  are  recoaaended  by  the  DSCs  and  approved  by 
DU  or  are  prescribed  by  DLi.  4  BhfBTO  Detacheent  Oakland 
study  conducted  in  1979-80,  indicated  that  67  percent  of  BSC 
Oakland's  issues  were  DLA  aanaged  iteas  being  shipped  at 
Bevy  expense,  constituting  a  duplicate  payuent  by  the  Ravy 
(i.e*>,  pay  sent  for  transportation  as  one  eleseat  of  the  DLI 
standard  price  and  as  a  charge  to  RITSOP  SRT  funds) . 
Clef.  17] 

The  study  recosseaded  that  the  Ravy  should  find  a 
set hod  acceptable  to  DLI  for  charging  it  for  transportation 
of  DLI  iteas  shipped  locally  by  BSC  Oakland.  Inquiries  at 
both  BIFSOP  and  DLI  indicate  that  this  possibility  was 
discussed  infocaally  between  seubers  of  the  two  organiza¬ 
tions  but  was  never  officially  pursued.  The  inforsal 
discussions  Indicated  that  a  charge  based  upon  a  ainple 
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percentage  of  iteas  shlppad  would  ba  unacceptable  to  DLA  aad 
that  Oil  would  reguire  iteaized  list  lags  by  6BL  or  shipaaat 
doc ua ant  to  substantiata  billings  for  transportation  aad 
ralata  than  to  reguisitions. 

0.  FIELD  TBIP  .  IBS  (JITS 

In  an  attaapt  to  dataraina  how  priwata  * act or  organiza¬ 
tions  approach  tha  local  daliwory  problea,  fiald  trips  wara 
takan  to  tha  corporata  officas  of  Safaway  Storas  in  Oakland, 
California,  and  to  a  ragional  tarsinal  for  tha  United  Parcal 
Sarwica  (OPS)  also  locatad  in  Oakland.  Additionally,  fiald 
trips  wara  aada  to  ISC  San  Diago  to  laarn  how  an  activity 
similar  in  aission  and  siza  to  ISC  Oakland  nanagas  tha  local 
daliwary  function  and  to  IAVHTD  locatad  in  lorfolk,  Virginia 
to  gat  that  activity's  viaw  of  tha  local  dalivary  situation, 
■hat  follows  ara  suaaarias  of  tha  infornation  gatharad 
during  thasa  visits. 

Discussions  at  safaway  vara  conducted  priaarily  with 
tha  Corporata  Transportation  Bathods  Enginaar  and  cantarad 
around  how  Safaway  is  organizad  to  parfors  its  dalivary 
function  and  what  aoa suras  ara  utilizad  to  ansura  tha 
dalivary  systau  is  functioning  efficiently. 

In  general,  Safeway  has  organizad  its  storas  into 
geographical  regions  with  each  area  serviced  by  a  central 
warehouse.  All  eguipaent  used  to  provide  dalivary  services 
between  tha  ragional  warehouses  and  tha  storas  is  owned  by 
Safeway  and  tha  drivers  ara  Safeway  asployaas.  It  was 
interesting  to  laarn  that  all  tha  eguipaent  utilized  has 
bean  specially  aada  to  confora  with  Safeway  design  and 
parforaanea  specifications. 
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Delivery  schedules  mr«  fixed  and  ara  based  on  salas 
voluae*  storage  space  and  the  nature  of  the  product. 
Perishable  iteas  are  generally  delivered  three  tiaes  per 
seek  while  dry  and  non-food  products  are  delivered  twice  a 
week.  i  ooaputer  based  vehicle  scheduling  and  routing 
prograa  is  used  to  assist  in  routing  and  load  planning.  The 
routing  prograa  is  designed  to  ensure  that  the  first  stop 
will  be  the  aost  reaote  and  the  last  stop  will  be  the 
closest  to  the  terainal.  Extra  effort  is  aade  to  ensure 
that  the  reaote  sites  receive  what  they  ordered.  The  intent 
here  is  that  if  soaething  is  shorted  or  left  out  it  will 
ispact  the  closer-in  stores  and  thereby  niniaize  the  cost  of 
a  special  run  to  correct  the  discrepancy,  additionally*  the 
utilisation  of  full  truck  loads  for  single  locations  is 
stressed  so  that  trailers  can  be  dropped  and  drivers  do  not 
need  to  wait  for  then  to  be  unloaded.  If  a  trailer  is  not 
being  dropped*  the  driver  is  responsible  for  unloading  the 
trailer  and  reloading  any  retrograde  cargo.  Driver  wait 
tiae  is  also  ainiaised  by  having  all  trailers  fully  loaded 
when  the  driver  arrives  at  the  beginning  of  his  or  her 
shift.  Every  effort  is  also  aade  to  utilize  the  back  haul 
capability  of  drivers  and  eguipaent  servicing  the  stores. 

The  overall  objective  of  these  efforts  is  to  aini- 
aise  the  cost  of  the  delivery  operation.  The  actual  costs 
of  transportation  are  just  now  being  charged  to  the  store 
receiving  the  delivery.  It  is  anticipated  that  this  will 
further  increase  the  efficiency  of  the  delivery  systea  as 
store  Banagers  will  be  held  responsible  for  the  bottos  line 
iapact  of  unnecessary  or  Inefficient  use  of  trans¬ 
portation  services. 

Efficiency  in  the  trucking  operation  has  been 
encouraged  by  the  establish sent  of  various  perforaance  stan¬ 
dards  designed  to  optiaize  driver  tine  utilization. 
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Perfornance  standards,  although  modifiable  because  of  the 
diffarancas  bet seen  aach  roota,  have  been  ganaralizad  and 
lncluda  such  things  as:  average  spends  should  ba  around  25 
BPB  in  the  city  and  48  8PH  on  the  open  road;  a  healthy  level 
of  overtiae  is  16%;  trailer  cube  utilization  should  ba  at 
least  66%  before  a  trailer  is  sent  out;  and,  the  average 
tiae  to  drop  a  trailer  and  gat  back  on  the  road  is  15 
sinutes.  additionally,  standards  for  tons  par  driver  sila, 
tons  par  driver  hour,  and  offload/onload  ainutas  par  pallet 
have  baan  established. 

actual  driver  perfornance  is  aonitored  by  a  variety 
of  sat hods.  For  ezasple,  specific  work  rules  have  baan 
established  and  are  cobs uni  cated  to  the  drivers  by  use  of  a 
for aalizad  Drivers  Handbook  and  a  driver  training  course. 
Drivers  are  also  required  by  lav  to  naintain  detailed  logs 
of  all  trips.  In  addition  to  driver  logs,  detailed  dispatch 
sheets  are  saintained  by  the  terninal  dispatchers.  in 
interesting  aspect  of  the  dispatch  sheets  is  that  the 
dispatcher  is  required  to  enter  estinated  tines  of  return 
based  on  standard  tines  to  couplets  various  routes. 

Hie  setting  of  tiae  standards  that  are  firs  but  fair 
is  acconplished  prlnarily  by  sending  supervisors  out  on  the 
runs  with  st  ;>p  vetches  to  actually  neasure  tine  require** 
neats.  It  van  repeatedly  stressed  at  Safevay  that  the  key 
to  any  perfornance  aonitoring  prograa  was  to  ensure  that  the 
supervisors  vere  riding  the  trucks  frequently. 

Safevay  also  utilizes  on-truck  aonitoring  devices 
known  as  Tachographs.  These  devices  neasure  and  record 
engine  perfaraance,  speed,  shut-ovn  tiae,  HPBs,  and  total 
ailes  driven.  The  recording  styli  of  the  tachograph  etch 
the  top  layer  of  a  chart,  leaving  a  permanent,  precise 
record  of  equipaent  operation.  These  Barkings  cannot  be 
altered  or  reaoved  vithout  detection.  Tachograph  charts  are 
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turned  in  at  the  and  of  each  run  and  reviewed  by  supervisors 
or  other  aanagesent  personnel  to  ensure  perf or nance  and 
operating  standards  are  being  eoapliad  with.  The  Tachograph 
charts  utilized  by  Safeway  are  sade  of  strong,  pressure-sen¬ 
sitive,  plastic-coated  paper,  printed  on  one  side  with  Bark¬ 
ings  in  green.  Designed  for  use  under  wide  teaperature 
variations,  the  chart  saterial  will  retain  accurate 
iapressions  under  adverse  conditions. 

It  was  interesting  to  learn  that  the  inf oraat.  on 
provided  by  the  tachograph  charts  has  been  successfully 
utilized  by  Safeway  to  council  drivers  and  aodify  their 
perforaance. 

The  bottoa  line  of  the  discussions  with  Safeway  was 
that  the  success  of  any  delivery  operation  will  be  very  such 
dependent  upon  the  degree  of  supervisory  interaction  and  the 
utilization  of  an  active  dispatcher  to  aonitor  and  control 
delivery  operations. 

2.  3£5 

The  use  of  standards  to  control  perforaance  was  also 
characteristic  of  the  OPS  approach  to  delivery  operations. 
In  the  case  of  OPS,  standards  are  established  by  extensive 
application  of  industrial  engineering  techniques,  especially 
tiae  and  notion  studies.  OPS  has  gone  such  further  than 
Safeway  as  far  as  standards  are  concerned.  OPS  has  estab¬ 
lished  standards  for  essentially  every  aspect  of  their 
delivery  operations  including  how  to  load  the  truck,  how  to 
aove  iteas  to  be  delivered  once  in  the  truck,  how  long  it 
should  take  to  walk  specified  distances,  how  long  it  should 
take  to  obtain  a  cast oner's  signature,  etc.  This  approach, 
however  effective  for  OPS,  say  be  too  eztrene  for  easy 
application  to  the  local  delivery  systee  at  VSC  Oakland.  & 
final  note  on  OPS  is  that  they  also  utilize  tachographs  to 
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■on it or  operator  and  equipment  parforaanca  and  indicatad 
that  snch  on-  track  aonitorinq  devices  vara  aasantial  to 
thair  efficiency  aazi adzing  prograa. 


3.  BSC  San  Diaoo 

Eller  and  floore's  description  of  BSC  San  Diego's 
local  delivery  systaa  [Bef.  10]  was  found  to  ba  current. 
BSC  San  Diego  utilizes  a  coabination  of  in-house  drivers 
using  PBC  provided  equipaent  on  a  class  "B",  or  peraanent 
rental  basis,  and  coaaercial  tenders  to  accoaplish  local 
deliveries.  Thera  are  currently  two  firas  providing 
services  to  the  center  under  tenders.  Services  are  obtained 
using  GBLs  which  are  paid  by  BAYHTO  froa  the  BSF  which  is  in 
turn  reimbursed  by  BAYSOP  SWT  funds.  PBC  trucks  and 
trailers  are  billed  on  a  aonthly  basis.  These  charges  are 
u-tiaately  paid  for  by  BAYSOP  SOT  funds  in  a  aanner  siailiar 
to  the  process  used,  in  Oakland. 

Additionally,  BSC  San  Diego's  Transportation 
Director  has  developed,  for  his  office's  use,  a  aonthly 
aanageaent  report  based  on  pallet  count  as  a  work  neasure- 
aent  unit.  Data  for  report  preparation  is  recorded  by  truck 
drivers  on  a  locally  developed  driver's  log.  Drivers  are 
required  to  coaplete  the  logs  in  detail  and  turn  then  in 
daily.  Transportation  office  personnel  extract  the  data 
froa  the  logs  and  coapile  it  into  report  foraats. 
Calculations  are  perforaed  using  a  prograaaable  calculator 
and  locally  developed  progress.  This  processed  data  is 
entered  into  a  word  processor  in  the  aanageaent  report 
faraat.  The  purpose  of  the  aanageaent  report  is  to  help 
supervisors  and  workers  focus  on  productivity.  Based  on  the 
aonthly  aanageaent  reports,  BSC  San  Diego* a  coat  per  pallet 
is  currently  running  less  than  the  coaparable  cost  per 
pallet  aoved  coaaercially  in  that  area. 


ISC  San  Diego  is  also  gathering  data  on  turn-around- 
tiaas  at  four  of  its  terninals.  The  objective  in  doing  so 
is  to  develop  a  standard  work  level  parforaanca  aaasnra. 
This  aaasnra  can  than  ba  a sad  to  shoa  eaployees  what  they 
haw a  acccnplishad  and  how  afficiant  they  have  baan  in  doing 
it. 


it  liTHTO,  it  was  laarnad  that  thara  was  cnrrantly 
in  procass  an  affort  to  contract  for  approxiaataly  ona  third 
of  ISC  lor folk’s  local  delivery  ragniranants.  This  portion 
was  alraady  baing  handlad  coasarcially  andar  tandars 
siailiar  in  concapt  to  tha  onas  nsad  in  San  Diago. 
Authority  has  baan  racantly  received  froa  liTSOP  to  procaad 
with  tha  prograa  and  solicitations  wars  to  ba  sant  to  local 
contractors  by  aid- 1982.  IIVSTO  parsonnal  wara  qnita  confi¬ 
dant  that  by  gnarantaaing  a  carriar  a  larga  nnabar  of 
ona-way  trips  par  waak  thay  would  racaiwa  bids  in  tha  ranga 
of  S65  to  175  par  trip  18]  which  would  ba  an  iaprove- 
aaat  ovar  tha  tandars  currently  available  in  tha  lorfolk 
area.  (1  ona-way  trip  is  defined  by  liTHTO  as  a  trip  froa  a 
single  pickup  point  to  a  single  delivery  location.) 

liTHTO  is  of  tha  opinion  that,  in  general,  local 
delivery  froa  fSCs  can  ba  done  lass  expansively  by  using 
coaaercial  carriers  rather  than  lavy  assets.  It  astinatas 
that  in  lorfolk,  in  addition  to  the  currant  deliveries 
haadlM  by  coaaercial  carriers,  there  is  another  ona  third 
of  tha  local  delivery  affort  could  ba  contracted  out.  Tha 
reaainlng  ona  third,  in  liTHTO* s  opinion,  should  ba  retained 
for  in-house  perfoxaaace  due  to  responsiveness  needs.  If 
tha  currant  prograa  to  increase  contracting  out  at  lorfolk 
is  successful,  it  is  anticipated  that  tha  affort  will  ba 
further  expanded  at  lorfolk  and  other  ISCs. 


in.  muais 


is  Motioned  earlier,  previous  studies  of  the  local 
delivery  function  at  ISC  Oakland  indicated  the  need  for  a 
aore  detailed  analysis  of  the  data  relating  to  cost  and 
driver/equipaent  utilization.  with  this  in  aind,  the 
authors  of  this  study  set  out  to  deteraine  what  data  vas 
available  and  hoe  it  could  be  used. 

1.  D1T1  DETBBBXI1T IOV 

Discussions  vith  personnel  at  ISC  Oakland  indicated  that 
data  regarding  shipaents  of  aaterial  froa  the  Center  was 
priaarily  aggregate  in  nature.  For  exaaple,  one  of  the 
aeasurea  of  effectiveness  utilised  to  nonitor  perforaance  of 
the  delivery  function  is  whether  or  not  DflHIPS  tine  stan¬ 
dards  are  being  set.  Data  vas  available  by  Issue  Group  for 
the  entire  conaand  but  it  vas  not  broken  down  in  a  Banner 
that  would  indicate  how  the  local  delivery  systes  perforaed 
specifically. 

The  Coaaand  does,  however,  aaintain  data  on  the  nusber 
of  aeasuresent  tons  of  aaterial  processed  into  and  out  of 
various  eleaents  of  the  Center.  The  actual  nuaber  of  mbs* 
axe sent  tons  processed  through  the  local  delivery  systea  vas 
available  froa  the  flonthly  Supply  Hanageaent  Heports 
prepared  by  the  Supply  Center.  In  this  case,  the  level  of 
detail  was  lacking  in  that  the  aeasureaen"  ".on  data  vas  not 
broken  down  by  custoaer  or  by  run  thereby  liaiting  its 
UMfalness  for  this  analysis.  The  specific  details  on  aeas- 
u re neat  tons  processed  through  the  the  local  delivery  systea 
will  be  provided  in  a  later  section  of  this  chapter. 
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The  source  of  the  lost  detailed  information  on  driver/ 
equip sent  utilization  and  ralatad  costs  was  PIC  San 
Francisco.  Pros  the  Pic,  ths  authors  obtained  copies  of  the 
Tehicle/Squipaent  Bequest  and  Record  prepared  bp  each  driver 
each  dap  (i.e.,  trip  tickets)  ,  dispatcher  logs  saintained 
for  each  dap  and  eqnipeent  rental  reports  and  billing 
sossaries  for  the  aonth  of  October,  1981. 

It  was  intended  initiallp  to  analpze  several  aonths  of 
data,  bat  the  gaantitp  of  data  and  the  aagnitade  of  the 
aanaal  analysis  process  preclnded  analpzing  sore  than  one 
aonth  of  data.  idditionallp,  difficnltp  in  accessing  the 
data  and  the  qoalitp  of  the  data  once  accessed  caused  soae 
probleas.  First  of  all,  the  PRC  files  all  trip  tickets 
applicable  to  a  specific  south  together  regardless  of  job 
order  nuaber.  This  required  the  hand  sorting  of  nuaerous 
trip  tickets  in  order  to  obtain  the  27k  which  were  associ¬ 
ated  with  the  local  deliver?  job  order  nuaber  (1687011). 
Once  this  was  coapleted,  an  attempt  was  sake  to  sort  the 
trip  tickets  chronologicallp  bp  route,  it  this  point  it  was 
observed  that  a  large  portion  of  the  runs  charged  to  the 
local  deliver?  job  order  nuaber  were  not  scheduled  stake 
runs.  That  is,  of  the  274  trip  tickets  analpzed,  84  were 
for  the  regularly  scheduled  stakes  and  65  were  for  the  runs 
to  Travis  AFB.  The  reaaining  125  trip  tickets  were  for  what 
appeared  to  be  unscheduled  deliveries. 

The  surprisingly  large  nuaber  of  unscheduled  trips  indi¬ 
cated  that  the  local  delivep  operation  relied  considerably 
less  on  scheduled  deliveries  than  the  authors  had  believed 
initiallp.  This  also  presented  probleas  for  data  analysis 
since  the  authors  were  atteapting  to  deteraine  average  costs 
and  driver  tine  utilization  for  groups  of  frequently  aade 
deliveries.  Zt  was  ultimately  determined  that  the  reaaining 
trips  could  be  usefully  grouped  bp  a  combination  of  origin 
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and  general  destination.  Tha rafora ,  tha  final  groupings 
included,  in  addition  to  the  four  stake  runs  and  the  runs  to 
Travis  A7B,  unscheduled  runs  originating  at  ISC  Oakland's 
subsistence  warehouse  (Alaaeda  Facility)  and  going  to  either 
ships  or  shore  activities,  and  the  ruuaining  runs  which  were 
grouped  as  unscheduled  deliveries  fron  ISC  Oakland  to  either 
ships  or  shore  activities. 

Once  the  trip  tickets  were  sorted  chronologically  by 
aajor  grouping,  additional  problens  with  the  data  becane 
apparent  including  such  things  as  trip  tickets  not  being 
filled  out  cospletely,  the  purpose  for  the  trip  not  being 
clearly  indicated,  explanations  of  stops  and  wait  tines  not 
being  provided,  and  the  sane  trip  ticket  being  used  to 
record  aultiple  runs. 

The  sane  types  of  consents  could  be  aade  about 
dispatcher  logs.  However,  both  the  quality  and  consistency 
of  the  inforaation  provided  in  the  dispatcher  logs  were 
considerably  higher  than  aany  of  the  trip  tickets, 
louetheless,  using  both  the  trip  tickets  and  dispatcher  logs 
still  did  not,  in  all  cases,  give  a  couplets  picture  of 
driver  and  equipsent  utilization.  However,  the  trip  tickets 
and  dispatcher  logs  did  provide  sufficient  inforaation  to 
validate  PVC  equipaent  rental  reports  and  billing  suaaaries. 
Additionally,  the  authors  were  able  to  use  the  inforaation 
that  was  available  to  deter  nine  average  costs  for  sajor  runs 
and  how  driver  utilization  tise  was  distributed  between 
travel  and  non-travel  functions.  The  results  of  these 
aspects  of  the  analysis  are  provided  in  the  next  two 
sections  of  this  chapter.  The  third  section  of  this  chapter 
suaaarizes  additional  findings  nade  during  the  course  of  the 
study. 


B.  COST  AVAL IS IS 


Costs  related  to  ths  delivery  services  provided  by  PRC 
Sait  Francisco  in  support  of  ths  local  delivery  systea  (i.e. , 
services  charged  to  Job  order  Boaber  1687011)  are  cosposed 
of  three  elesents:  Driver  charges,  equipment  custody 
charges  and  sileage  charges.  Costs  for  these  elesents  were 
deter  nined  by  an  analysis  of  driver  trip  tickets,  dispatcher 
logs  and  PffC  generated  Bonthly  Transportation  Bental  Charge 
reports. 

Driver  costs  were  dete rained  by  multiplying  the  total 
hoars  used  as  recorded  in  Block  7  of  the  trip  ticket  by  the 
appropriate  PRC  stabilised  hourly  straight  tiae  or  overtiae 
rate  obtained  froa  Before nee  2.  For  all  trip  tickets 
analysed  in  this  stndy,  the  straight  tiae  hoarly  rate  for 
PWC  drivers  aas  S2e.03  and  the  overtiae  rate  was  129.68. 
The  overtiae  rate  is  applied  by  the  PRC  whenever  a  driver 
works  aore  than  eight  hoars  (esclading  a  one  half  hoar  seal 
break)  in  one  day.  It  should  be  noted  that  PRC  drivers 
start  their  shifts  at  either  0600,  0730  or  1200  and  work 
eight  and  one-half  hoars.  The  extra  half  hoar  is  for  a  seal 
break  and  is  not  charged  to  the  user  activity. 
Additionally,  at  the  tiae  of  this  study,  it  was  PRC  policy 
when  charging  for  driver  services,  to  bill  in  one  half  hoar 
increaents  and  roand  up  to  the  next  half  hoar  for  any  period 
exceeding  30  ainates.  In  other  words,  if  the  driver  tine 
was  two  hoars  and  ten  ainates,  the  user  activity  would  be 
charged  for  two  and  one-half  hours. 

Referring  to  the  trip  ticket  dated  5  October  1981  and 
shown  in  Appendix  B,  the  hoars  used  as  recorded  in  Block  7 
of  Part  C  were  four  end  one-half.  This  is  consistent  with 
the  arrival  aad  departure  tises  indicated  in  Block  6  of  Part 
C  and  Coluaas  2  aad  3  of  Part  D  which  showed  the  driver 
started  this  work  assignaent  at  1630  and  coapleted  it  at 
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2100.  Knowing  that  th«  driver  assigned  on  this  trip  ticket 
worked  a  1200  to  2030  shift  and  confiraing  this  by  tha 
various  as sign wants  ha  raoaivad  as  indicatad  on  tha 
dispa tchar  log  shaats  for  tha  day  in  guestion,  it  was  deter- 
sin ad  that  four  hoars  of  this  trip  shonld  ba  chargad  at  tha 
straight  tiaa  rata  and  ona  half  hoar  at  tha  ovartina  rata 
for  a  total  drirar  cost  of  S110.96  (i.a. ,  124.03  tiaas  four 
pin  j  S29.68  tiaas  ona  half) .  This  procass  was  rapaatad  for 
tha  raaaindar  of  tha  October  1981  trip  tickets  to  dataraina 
tha  applicabla  drirar  charg as. 

Tha  agaipaant  cost  dataraination  bagan  with  tha  identi- 
fication  of  tha  typa  of  agaipaant  utilized.  This  is 
recorded  in  Block  3  of  Part  c  of  tha  trip  ticket.  Tha 
agaipaant  coda  listed  there  is  necessary  to  identify  tha 
appropriate  custody  and  aileage  charges  which  vary  by 
agaipaant  and  are  also  listed  in  Reference  2. 

Tha  total  alias  covered  by  each  ran  is  recorded  in  Block 
9  of  Part  C  of  tha  trip  ticket.  Tha  ailaaga  indicatad  hare 
should  agree  with  tha  odoaatar  readings  in  Block  8  of  Part  C 
and  Colaan  4  of  Part  D.  This  ailaaga  figure  is  then  aulti- 
plied  by  tha  appropriate  ailaaga  rata  to  dataraina  the 
ailaaga  charge  for  the  agaipaant  utilized.  For  example, 
referring  to  Appendix  B,  the  inforaation  provided  indicates 
a  seven  and  one- ha  If  ton  truck  tractor  <Egaipaent  Coda  0614) 
was  a  sad  to  hanl  a  20  ton  stake  seal trailer  (Bguipaent  coda 
0816)  a  distance  of  102  alias.  Since  tha  ailaaga  charge  for 
tha  tractor  was  S. 280 /alia  and  there  are  no  ailaaga  charges 
for  trailers*  the  aileage  charge  for  this  trip  ticket  was 
102  alias  at  1.280/aila  or  S28.56. 

Bguipaent  custody  charges  reflect  tha  tiaa  a  piece  of 
agaipaant  was  assigned  in  support  of  a  given  job  order. 
Dataraination  of  custody  chargas  raguirad  utilisation  of  tha 
Boathly  Transportation  Bantal  Chargas  raport  praparad  by 


PVC.  this  rsport  idsatifiss  ths  hoars  for  which  custody 
charges  ars  billed  by  eqaipaeat  code  and  by  aerial  naaber 
within  each  type  of  equipaent.  These  hoars  were  then 
coepared  to  the  Dispatcher  Logs  to  deteraina  how  the  equip- 
sent  was  utilised.  In  aost  cases,  the  custody  hoars  billed 
for  tractors  and  tracks  aatched  the  hoars  used  for  the 
driver  tine  coa potations.  the  one  aajor  exception  to  this 
was  that  custody  hours  were  always  rounded  up  to  the  next 
whole  hour  thereby  resulting  in  a  one  half  hoar  difference 
in  a  few  instances.  In  the  case  of  trailers,  custody  hoars 
generally  exceeded  driver  hours  as  the  result  of  the  prac¬ 
tice  of  spotting  the  trailers  at  various  locations  to  facil¬ 
itate  loading  and  unloading.  Custody  charges  for  spotting 
trailers  were  confined  by  coaprison  to  the  Dispatcher  Logs. 

•ef erring  again  to  the  exanple  shown  in  appendix  B,  the 
custody  hours  for  the  0614  tractor  were  four  and  one-half 
rounded  up  to  five  at  a  rate  of  $4.74  per  hour.  The  custody 
charge  far  the  0816  trailer,  as  recorded  on  the  PVC  Vonthly 
Transportation  Bental  Charges  report,  was  for  13  hours 
(0000-2300)  at  a  rate  of  $.67  per  hour.  Therefore,  the 
equipaent  custody  charge  for  the  run  was  five  hours  at  $4.74 
per  hour,  or  $23.70,  for  the  tractor  plus  13  hours  at  $.67 
per  hour,  or  $8.71,  for  the  trailer  for  a  total  custody 
charge  of  $32.41. 

Equipaent  custody  charges  were  then  added  to  the  aileage 
and  driver  charges  to  obtain  a  total  cost  per  trip  ticket. 
Suaaarlsing  this  era aple,  the  charge  for  the  driver  was 
$110.96,  the  aileage  charge  was  $28.56  and  the  custody 
charge  was  $32.41  for  a  total  cost  of  $171.93  for  the  trip. 

The  driver,  aileage  and  custody  costs  for  each  of  the 
various  stake,  Travis  and  unscheduled  runs  have  been 
totalled  aad  are  presented  in  Tables  II  through  X.  In  addi¬ 
tion  to  the  cost  data,  the  tables  indicate  the  nusber  of 


trip  tickets  analyzed,  tha  nuaber  of  ms  rsflsctsd  on  the 
trip  tickets,  the  nuaber  of  siiss  driven  and  tha  tiaa  used. 
This  data  was  osad  along  with  tha  cost  data  to  coapute 
average  cost  par  ran,  average  cost  par  hoar  and  sinuta  and 
average  cost  par  sila.  Thasa  averages  can  ba  osad  to 
aonitor  trands  within  a  given  group  of  runs,  to  cos para  tha 
cost  of  trips  to  various  custosar  locations  and  to  cospara 
tha  costs  of  currant  oparations  with  astisatas  for  coaaer- 
cially  availabla  delivery  services. 

It  should  ba  notad  that  for  Stakas  I,  II,  III  and  IT, 
tha  nuabar  of  trip  tickats  analyzed  in  aach  casa  was  21. 
This  was  because  there  ware  21  work  days  in  October  1981  and 
all  of  thasa  stakas  operated  on  aach  of  tha  21  work  days. 
Stakas  I  and  II  aada  one  run  par  trip  ticket,  while  Stakas 
III  and  IT  aada  at  least  two  runs  par  trip  ticket  (both 
Stakas  in  and  IT  are  scheduled  to  sake  two  trips  par  day; 
tha  instances  where  sore  than  two  trips  occurred  appeared  to 
ba  unplanned  for  exceptions). 

Tha  significance  of  tha  sunaary  data  presented  in  Tables 
II  through  X  will  ba  discussed  in  Chapter  IT  of  this  study. 

C.  TIBS  II ALTS IS 

fisius  ttai  aHUiii ia 

Driver  and  equipment  tiaa  utilization  was  found  to 
ba  coaposed  of  various  functions  including:  Loading  and 
off-loading  material;  driving  to,  froa  and  between 
custoaars;  driving  between  a  variety  of  locations  on  base  at 
tha  Supply  Canter;  and,  waiting  at  thasa  stops  for  a  variety 
of  reasons.  Tha  exact  nature  of  aach  portion  of  tiaa  utili¬ 
sation  was  iapossibla  to  deteraine  in  aany  cases  because 
drivers  would  frequently  oait  this  type  of  inforsation  fros 
the  trip  tickets,  is  a  result,  aany  of  tha  trip  tickats  did 
not  provide  any  useful  inforaation  for  tha  tiaa  analysis  or. 
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table  it 


Cost  sunnary:  STAKE  1 


SSiBlIZ  Hill  SlCZli: 

Ears  Island,  Skaggs  Island,  Concord 


(1)  lo.  of  trip  ticksts.. . .  21 

(2)  lo.  of  cans.... ......  ......  ~  21 

(3)  Total  alias. .  1717 

J2U211  MU: 

(4)  Straight  tins . 132 

(5)  Ovartiaa. ................. .  0 

(6)  Total  drivar  hoars  (4+5) .  132 

tttlm  £2!*: 

(7)  Straight  tins.. ..........  ........  $  3172 

(8)  oaartisa.... . .  . .  $  0 

(9)  Total  drivar  cost  (7*8) . . 

ftalllfllt  sSSl' 

(10)  Custody . . .  $  82k 

(11)  Bilaaga.. . . .  $  482 

(12)  Total  ago ip.  cost  (10*11).. . . 

Saiuz  ttiUittgi 

(13)  Total  cost  (9*12) . 

(14)  iaaraga  cost  par  ran  (13/2).. . 


ivarnga  total  cost  par  driaar  tiaa: 

(15)  Par  Boar  (13/6) . . 

(H)  Par  Blnata. ...... ....... 

(17)  Aaaraga  total  cost  par  nila  (13/3). 


S  3172 


S  1306 

S  4478 
t  213.24 

$  33.92 

S  .57 
t  2.61 
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TABLE  III 


Cost  Sasoary:  STAKE  2 


aina  um  smia? 

Troasora  Island#  San  Francisco  Piars# 

Prssidio#  Han tar 'a  Point#  San  Brnno#  Hoffatt  Piald 


(1)  Ho.  of  trip  tickats.. .... ..  21 

(2)  Ho.  of  runs...... . ....  21 

(3)  Total  silas.... ......  ......  2316 

Prim  Afius: 

(*)  straight  tiaa. ....... ......  167 

(5)  Overt in a . 0 

(6)  Total  driver  hoars  (**5) .  167 


D rival  Coat: 

(7)  straight  tins..  . . S  4013 

(8)  overtiae. . . *  0 

(9)  Total  driver  coat  (7a8> . .  S  *013 

SaalPMfll  fififl: 

(10)  Castody . S  1153 

(11)  Hilaaga.......... .  S  690 

(12)  Total  agaip.  cost  (10M1) . .  S  1843 

Sim  siaUrtlci 

(13)  Total  cost  (9*12). ...  . . .  S  5856 

(14)  Avarage  cost  par  ran  (13/2)..... .  S  278.86 

Avarage  total  cos4*  par  driver  tiaa: 

(15)  par  boar  (13/6). .  S  34.65 

(16)  par  aiaota. ...... .............  I  .58 

(17)  Avarage  total  cost  par  silo  (13/3) .......  S  2.53 
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T IBIS  17 


cost  Sanaa  ry:  stake  3 


miill  H3U  2t£ZSi: 

MIS  Alaaeda,  Oakland  Area 
(t)  Mo.  of  trip  ticksts..  .... ..  21 

(2)  Mo.  of  runs.. ........  . .  45 

(3)  Total  ailes. ............. ..  862 

Driaer  Honrs: 

(4)  Straight  tins .  168 

(5)  Oaertiae. ............  ......  0 

(6)  Total  driaer  hoars  (4+5).....  168 

fiUlSS  £&£: 

(7)  straight  tiaa..  . .  S  4037 

(8)  Onnr  tiaa.  ...... . .  S  0 

(9)  Total  driaer  cost  (7+8)... . . 

BgalMite  £231' 

(10)  Custody .  S  180 

(11)  Hilaaga .  S  162 


(12)  Total  aqaip.  cost  (10+11) . 

SBMMflii  atittiUca 

(13)  Total  cost  (9+12) . 

(14)  laecage  cost  par  run  (13/2) ........ 

Aaerage  total  cost  par  drieer  tiaa: 

(15)  par  hour  (13/6)  ......... 

(16)  par  ainuts . 

(17)  Aaaraga  total  cost  per  alia  (13/3). 


S  4037 


S  342 

S  4379 
S  97.31 

S  26.07 
S  .43 

$  5.08 
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tible  7 


Cost  Saaaary:  STAKE  4 


£&1A£X  HJA  Sttltfl: 
f ABE  Alaaada 

(1)  Bo.  of  trip  tickats..  ......  21 

(2)  Bo.  of  runs.... . .  42 

(3)  Total  ailss.... ......  ......  603 

Dyjyay  flours: 

(4)  Straight  tiaa. .  167 

(5)  orartiaa.  . . 0 

(6)  Total  drivar  hoars  (4*5).....  167 

filiUX  ssai*- 

(7)  Straight  tiaa.. ................ ..  t  4013 

(8)  Ovartiaa. .... ..  ......  . . .  S  0 

(9)  Total  drivar  cost  (7+8).. . 

EnlMiBi  gaits 

(10)  Custody.. . . .  S  544 

(11)  Silaaga . . . .  t  159 

(12)  Total  aguip.  cost  (10*11). ............ 

SM1BCI  StalUtifii 

(13)  Total  cost  (9*12) . . . 

(14)  Avaraga  cost  par  ran  (13/2). ....... ...... 


Avaraga  total  cost  par  drivar  tiaa: 

(15)  par  hoar  (13/6). . 

(16)  par  ainats...... . 

(17)  Avaraga  total  cost  par  alia  (13/3). 


S  4013 


S  4013 

$  4716 
t  112.29 

$  28.24 

S  .47 
$  7.82 
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TABLE  YI 


Cost  saaaary:  TRAVIS 


ttiug  itgflg  agnas 
QOICKTBABS  Terminal,  Hie  Terminal 

(1)  Ho.  of  trip  tickets........  65 

(2)  Ho.  of  runs...... . 65 

(3)  Total  silss... .  6572 

JULZSI  ggfltg: 

(B)  Straight  tise..  ............  140.5 

(5)  Overtime.. ............... ..  156.0 

(6)  Total  driver  hoars  (4*5) .  296.5 

fisiiu  issi' 

(7)  Straight  tiae. .  t  3376 

(8)  Overtimes  ...  .  ........  ............  $  4630 

(9)  Total  driver  cost  (7*8) . 

ggttlBlMl  SSSl: 

(10)  Castody.... ..........  . .  S  2031 

(11)  Hileage . S  1864 

(12)  Total  egaip.  cost  (10+11). . 

Sanaa  stall  aUsa 

(13)  Total  cost  (9+12) . 

(14)  Average  cost  per  ran  (13/2) . . 


Average  total  cost  per  driver  tise: 

(15)  per  hoar  (13/6) . . 

(16)  per  Binate.. ...... ...... 

(17)  Average  total  cost  per  ails  (13/3). 


S  8006 


$  3895 

$11901 
$  183.09 

S  40.14 
$  .67 

S  1.81 


I 
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TASIH  fXI 


Cost  Summary:  S0BSISTEHC1  (SHIP)* 


(1)  Ho.  of  trip  tickBta. .  ......  30 

(2)  Ho.  of  runs..* . 30 

(3)  Total  Biles... . 1368 

Brim  MS: 

(4)  Straight  tiae .  152 

(5)  Over  tiae.  . . . 0 

(6)  Total  driver  hoars  (4*5).....  152 

Brim  gggt; 

(7)  Straight  tiae..... . .  S  3653 

(8)  Overtime.. ...........  . . .  S  0 

(9)  Total  driver  cost  (7*8) . . 

Basic ital  sssl- 

(10)  Custody. .......  . .  t  917 

(11)  Hileage.. . .  S  390 


(12)  Total  equip,  cost  (10*11) . 

ssiiflii  sta titties 

(13)  Total  cost  (9*12)  ........  . . . 

(14)  tverage  cost  per  run  (13/2) . . 

Average  total  cost  per  driver  tiae: 

(15)  per  hour  (13/6) ......... 

(16)  per  ainute..... . . 

(17)  Average  total  cost  per  aile  (13/3) . 


$  3653 


$  1307 

S  4960 
S  165.33 

$  32.63 

S  .54 
S  3.63 


*  (Includes  only  deliver^j|^of^subi£tence  *ro>  Alaaeda 
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T1BLB  Till 


Cost  Sanaary:  SOBSISTBHCB  (BOB-SHIP)* 


(1)  Bo.  of  trip  tic kata*.  ......  17 

(2)  Bo.  of  runs. .........  ......  17 

(3)  Total  oils*.. . . 600 

DriTsr  Hoars: 

(S)  Straight  tias.... . .  72 

(5)  Ovartiaa. ......  ... . 0 

(6)  Total  drivar  boors  (1*5) .  72 

SlilSX  £fi«£: 

(7)  Straight  tiaa..  ..........  ........  S  1730 

(8)  Ovartiaa...*... ......  .... ...... ..  S  0 

(9)  Total  dtiaar  cost  (7t8). . .  S 

ggalPMBt  SSMl’ 

(10)  Custody . S  406 

(11)  Hilaaga.......... . S  180 

(12)  Total  aqoip.  cost  (10*11) . .  t 

small  sttUailffg 

(13)  Total  cost  (9*12)  .  ...  . .  S 

(14)  laaraga  cost  par  ran  (13/2) .  S 

Avsraga  total  cost  par  dtiaar  tiaa: 

(15)  par  hoar  (13/6)...... .  $ 

(16)  par  ainota...... . .  $ 

(17)  iaaraga  total  cost  par  ails  (13/3) .......  $ 


*(Inclodas  only  daliaary  of  sohsistanca  itaas  froa 

to  shorn  stations.) 
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1730 


586 

2316 

136.24 

32.17 
.  54 
3.62 

ilassda 


TABLB  IX 


cost  Sassary:  BOB-SOBSISTSBCE  (SHIP)  * 


(1)  Bo.  of  trip  tickets........  25 

(2)  Bo.  of  ran* . 25 

(3)  Total  alias.... . .  1833 

fixixsx  flaasy 

(4)  Straight  tiaa .  121.5 

(5)  Overtiae. ...... . . 2.0 

(6)  Total  driver  hours  (4*5).....  123.5 
££lXtC  £22£: 

(7)  Straight  tiaa.... .  S  2920 

(8)  Overtiae.. . S  59 

(9)  Total  driver  cost  (7+8). . 

SfTClPml  £211: 

(10)  Custody .  S  834 

(11)  Hileage . .  t  276 


(12)  Total  eqaip.  cost  (10+11) . 

Snaagyr  Statistics 

(13)  Total  cost  (9+12) . . . 

(14)  Average  cost  par  ran  (13/2).. . 

Average  total  cost  par  driver  tiaa: 

(15)  par  hoar  (13/6).... . 

(16)  per  ain ate . . . . 

(17)  Average  total  cost  par  aila  (13/3) . 


S  2979 


t  1110 

$  4089 
%  163.56 

S  33.11 
S  .55 

S  2.23 


•  (Includes  only  non-schedul  ed  deliveries  of  non- subsistence 

ltees  to  ships.) 
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TABU  X 


cost  Saaaary :  HOlf-SDBSISTEICB  (VOW-SHIP)* 


(1)  Vo.  of  trip  ticksts..  ..... .  58 

(2)  Vo.  of  runs.... ...... ......  58 

(3)  Total  alias .  3183 

fiXillX  i-gaigi 

(4)  Straight  tiaa .  215.0 

(5)  Oaortiaa. ................ ..  25.5 

(6)  Total  driaar  hoars  (i %*5 ) .  240.5 

BtillE  SSCX: 

(7)  Straight  tiaa..  . . S  5166 

(8)  Oaartiaa .  S  757 

(9)  Total  driaar  cost  (7+8) . . 

BqiiBMlrt  £22l‘* 

(10)  Custody . $  1087 

(11)  Hilaaga . . .  S  795 

(12)  Total  agaip.  cost  (10*11). . . 

souftxx  siftilaUsa 

(13)  Total  cost  (9*12) . . . 

(14)  haaraga  cost  par  ran  (13/2) . . . 


haaraga  total  cost  par  driaar  tiaa: 

(15)  par  boar  (13/6) . 

(16)  par  ainota.... . . 

(17)  haaraga  total  cost  par  alia  (13/3). 


S  5923 


S  1882 

$  7805 
*  134.57 

$  32.45 

S  .54 
S  2.45 


*(Includas  only  non-schadal ad  daliaarias  of  non- subsist anca 
itaas  to  shora  actiaitias.) 
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if  the  information  vaa  provided,  it  was  not  sufficiently 
detailed*  This  situation  led  the  aathors  to  grouping  the 
driver  and  eqnipaent  utilisation  tines  into  the  tvo  general 
categories  of  "travel"  and  "non-travel"  tine.  Travel  tine 
van  considered  to  be  that  tine  spent  aoving  eqnipaent  froa 
one  location  to  another.  Travel  tine  was  conpated  by  taking 
the  difference  betveen  the  departure  tine  froa  one  location 
and  the  arrival  tine  at  the  nest  stop  as  indicated  in 
Coluans  2  and  3  of  Part  D  of  the  trip  ticket.  The  non¬ 
travel  tines  were  conpated  by  taking  the  difference  betveen 
the  arrival  and  departure  tines  at  each  location.  The  total 
of  all  travel  and  non-travel  tiae  vas  then  coapared  vith  the 
total  hours  used  a  no  ant  recorded  in  Block  7  of  the  trip 
ticket  to  ensure  all  tiae  vas  accounted  for. 

Initially,  an  atteapt  vas  aade  to  identify  the 
appropriate  tiae  distributions  for  every  stop  aade.  This 
atteapt  proved  impossible  because  of  the  very  United  infor¬ 
mation  provided  on  aost  of  the  trip  tickets  revieved. 
Therefore,  the  stops  vere  grouped  by  aajor  location  to 
facilitate  the  analysis.  For  esaaple,  several  stops  aade  at 
Bare  Island  vere  grouped  into  one  location*  Tine  spent  at 
stops  on  the  Supply  Center  and  tiae  spent  traveling  betveen 
these  stops  vere  grouped  as  "other  non-travel"  and  "other 
travel"  tiae  as  appropriate.  These  "other"  categories 
represent  tiae  that  could  not  be  clearly  identified  as  tine 
spent  delivering  aaterial  to  custoaecs,  off-loading  aaterial 
at  customer  locations  or  returning  to  the  Supply  Center. 

Referring  to  the  saaple  trip  ticket  contained  in 
Appendix  B,  the  driver  left  the  PBC  Transportation  office 
(Bldg.  610)  at  1630  and  spent  five  sinutes  traveling  vithin 
the  confines  of  the  Supply  Center  to  the  Air  Freight 
tarehouse  (Bldg.  633)  ,  spent  fifteen  ainutes  in  a  non-travel 
(other)  status  at  Bldg.  6  33,  took  75  ainutes  to  travel  to 
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tha  QOXCRTBAVS  tarainal  at  Travis  APB,  was  ia  a  non-traval 
(at  custoaar)  status  for  2  5  ainatas  vhila  at  tha  QOICKTBAIS 
tsrainal,  took  tan  aiaatas  to  traval  to  tha  MAC  tarainal 
also  1  oca  tad  at  Travis  APB,  was  in  a  non-traval  (at 
costoaar)  status  for  45  ainutas  vhila  at  tha  BAC  tarainal, 
took  70  ainutas  to  traval  back  to  BSC  Oakland  (Bldg.  433), 
spant  fiva  ainutas  in  a  non-traval  (othar)  status  vhila  at 
Bldg.  433,  took  fiva  ainutas  to  traval  vithin  tha  confinas 
of  tha  Supply  Cantar  to  Bldg.  410,  and,  spant  tha  final 
fiva  ainutas  covarad  by  this  trip  tickat  in  a  non-traval 
(othar)  status  vhila  at  Bldg.  410.  In  suaaary,  tha  tiaa 
racordad  on  this  trip  tickat  vas  brokan  dovn  into  155 
ainutas  of  traval  tiaa  to/f roa/batvaan  custoaars,  10  ainutas 
othar  traval,  70  ainutas  vait  at  custoaars  and  35  ainutas 
vait  at  othar  locations  for  a  total  of  270  ainutas  or  four 
and  ona  half  hours. 

This  tiaa  analysis  procass  vas  rapaatad  for  all  trip 
tickats  vhara  sufficiant  infornation  vas  providad  (i.e., 
trip  tickats  vith  sufficiant  infornation  to  split  tha  total 
tiaa  batvaan  traval  and  nou-traval  facats) .  Tha  parcantagas 
for  traval  and  non-traval  tiaas  for  aach  grouping  of  runs 
ara  providad  in  Tablas  ZI-KXX.  It  should  ba  notad  that  to 
facilitata  tha  analysis,  tha  saallast  tiaa  incraaant  usad 
vas  fiva  ainutas.  Sinca  thara  vara  no  aachanical  naans  of 
varifying  tiaas,  such  as  Tachographs,  and  tha  accuracy  of 
drivar  racordad  tiaas  vas  quastionabla,  this  siaplifying 
assuaption  vas  not  considarad  to  invalidata  tha  ovarall 
rasults  of  tha  data  analysis. 
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T1BLB  XI 


► 


i 

I 


Driver  Tiae  Utilization:  STlKB  1 

Baal  ilia  (an  an  lluiai  m  in) : 

(1)  To/froa/betveen  caatoaars. ......  165 

(2)  Other. . 35 

(3)  Total  travel  time.. . 200 

tett-ttllfl  Sill  (man  Blnatea  EH  ill) : 

(«)  it  caetoaer .  118 

(5)  other. .  69 

(6)  total  non-travel  tine . 187 

(7)  Total  tiae  (3*6) .  387 

(8)  1  Travel  tiae  (3/7)  ....................  51.7 

(9)  *  Van-travel  tiae  (6/7) .  48.3 


TiBLS  XXX 

Driver  Tiae  Otilizatioa:  STiKE  2 

until  sin  (man  iMu  m  in) : 

(1)  To/fro  a/bet  ween  eaetoaera .  200 

(2)  Other . .  20 

(3)  Total  travel  tiae... . .  220 

teartiMii  limi  (man  ilium  m  in) « 

(«)  it  Caetoaer.....................  106 

(5)  Other . 147 

(6)  Total  non-travel  tiae .  253 

(7)  Total  tiae  (3*6) .  473 

(8)  %  Travel  tiae  (3/7) .  46.5 

(9)  l  Ion- travel  tiae  (6/7) ................  53.5 
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TABLE  ZZZI 


Driver  Tiae  Otiliiation:  STARE  3 

mm  mi  (mail  limn  eu  4n>  *• 

(1)  To/froa/betveen  caatoners .  103 

(2)  Other. . .  4 

(3)  Total  travel  tiae.... . 107 

teaziam  Uu  (uiuai  linm  &i c  an)  s 

(4)  it  cnatoaer ................ .....  47 

(5)  Other. . 303 

(6)  Total  non-travel  tiae . .  350 

(7)  Total  tiae  (3*6) .  457 

(8)  %  Travel  tiae  (3/7) .  23.4 

(9)  %  loo-t  ravel  tiae  (6/7)...... .  76.6 

TABLE  ZZV 

Driver  Tiae  Utilization:  stare  4 

mm  xui  (aitaaa  i&u&ii  eu  an)  ? 

(1)  To/froa/betveen  enstoaera .  84 

(2)  Other . .  20 

(3)  Total  travel  tiae . . . 104 

msuml  siu  uuusi  ilaaitg  sic  an)  * 

(4)  At  Caatoaer . . . 60 

(5)  Other .  313 

(6)  Total  non-travel  tiae. ............  373 

(7)  Total  tiae  (3*6) . . . .  477 

(8)  1  Travel  tiae  (3/7) . . . .  21.8 

(9)  X  Ion-travel  tiae  (6/7) ................  78.2 
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T IDLE  XV 


Driver  live  Otilization:  TBAVIS 

2sml  xki  (in  sag v  lifting  eu  in)  •• 

(1)  To/froa/bet ween  coatoaera.... ...  170 

(2)  Othar . 9 

(3)  Total  travel  tiae .  179 

jQBrltlltl  Xlll  (lldl*  lifting  BIS  111)  * 

(4)  At  caatoaer ...... .. . 45 

(5)  Other... .  46 

(6)  Total  non-travel  tine. ............  91 

(7)  Total  tiae  (3+6) .  270 

(8)  %  Travel  tiae  (3/7)... .  66.3 

(9)  %  l on-travel  tiae  (6/7) .  33.7 

TA  BLE  XVI 

Driver  Tiae  Utilization:  SUBSISTBICI  (IOI-SBXP) 

Travel  Hat  (1X1X111  llftgftftS  BBC  111)  * 

(1)  To/ fro  a /bet  veen  caatoaer*.. .....  46 

(2)  Other........ .  7 

(3)  Total  travel  tiae..... . . .  53 

»»=.Ultll  Xlll  (tidal  ainatea  gift  dll) : 

(4)  At  Caatoaer ......  ...............  22 

(5)  Other . 36 

(6)  Total  non-travel  tiae. . .  58 

(7)  Total  tiae  (3*6) .  110 

(8)  f  Travel  tiae  (3/7)  . . .  47.7 

(9)  %  ion-travel  tiae  (6/7). .  52.3 

62 


TIBLZ  XVII 


Driver  Tiee  Utilization:  SUBSISTBICS  (SHIP) 


Haiti  Slat  (axanaa  aioj&ts  Etc  lax)  * 

(1)  To/froa/betveen  custoaers .  260 

(2)  Other .  35 

(3)  Total  travel  tiae. . .  295 

BflB=Hai*l  Slat  (axacaat  ilaaisg  ate  lax)  s 

(*)  at  Castoeer . 310 

(5)  Other . 92 

(6)  Total  non-travel  tiae. . .  402 

(7)  Total  tiae  (346) . .  697 

(8)  %  Travel  tiae  (3/7) .  42.3 

(9)  *  Ion-travel  tiae  (6/7) . .  57.7 


TIB LB  XVIII 

Driver  Tiae  Utilization:  IOB-SUBSISTBVCB  (SHIP) 


Haul  Hat  (axtxaaa  ala&aa  ate  lax) : 

(1)  To/froa/betveen  costoaers. ......  83 

(2)  Other .  19 

(3)  Total  travel  tiae... .  102 

tastcaxil  Uat  (axteata  aiaiSva  ate  lax) * 

(4)  it  cnatoaer . . .  76 

(5)  Other .  103 

(6)  Total  non -travel  tine .  179 

(7)  Total  tiae  (346)...... .  281 

(8)  %  Travel  tiae  (3/7) .  36.3 

(9)  *  Boa-travel  tiae  (6/7) .  6  3.6 
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Ti BIB  XIX 


Driver  TiM  utilization :  IOM-SUBSISTEICE  (HOI-SHIP) 


ami  liu  (iist&as  ilaai.tg  esc  lax)  .* 

(1)  To/f  row /bet  ween  eustoaers .  90 

(2)  Other .  17 

(3)  Total  travel  tiae. . . .  107 

Racttttftl  lias  (szscass  aiaslss  esc  dax) : 

(4)  it  Custoaer ...... ......... .  46 

(5)  Other. ........... ...............  72 

(6)  Total  non-travel  tiae . . .  118 

(7)  Total  tiae  (3+6) . . .  225 

(8)  %  Travel  tiae  (3/7) .  47.6 

(9)  %  ion-travel  tiae  (6/7).. . . .  52.4 


2.  us  ass  Zcaxsl  sad  Bga-.Umi  xiasa 

The  purpoae  of  thia  section  of  the  tiae  analysis  was 
to  co spate  the  average  travel  tiaea  for  aajor  legs  of  the 
local  delivery  rans  and  the  average  non-travel  tines  at 
varioaa  locations.  One  of  the  difficaltiea  encountered  was 
the  fact  that  the  coaposition  of  each  ran  was  not  the  sane, 
even  within  individual  aajor  castoaer  groupings.  Par 
esnaple,  Stake# 1  pri warily  serves  Hare  Island  and  Concord, 
bat  only  Hare  Island  is  served  on  a  daily  basis,  deliveries 
are  aade  frequently  to  Concord  bat  only  on  an  as  regaired 
basis  and  deliveries  are  occassionally  aade  to  the  snail 
activity  at  Skaggs  Island.  This  inherent  variability  in  the 
coaposition  of  the  rans  re salted  in  the  usable  data  being 
farther  reduced  and  accounts  for  the  naaber  of  observations 
utilised  being  less  than  the  naaber  of  trip  tickets  used  in 
the  travel/noa-travel  tiae  analysis  discussed  earlier, 
additionally,  because  of  the  vide  variation  in  the  content 
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The  results  of  this  portion  of  the  analysis  ara 
sun aarized  in  Tables  XX  through  ZZZZ.  Tha  average  travel 
tiaea  tables  were  developed  on  a  per  trip  basis  and  indicate 
the  points  fros  which  and  to  which  the  travel  tine  was  aeas- 
ored.  The  average  non-travel  tiaes  tables  were  developed  on 
a  per  day  basis  and  indicate  where  the  aajor  aaoonts  of 
non -travel  tine  were  spent.  Although  the  purposes  for  the 
various  non-travel  tines  are  not  included  since  they  were 
not  available  in  eost  cases*  the  tables  do  provide  an  indi¬ 
cation  as  to  how  the  drivers  of  the  scheduled  runs  are 
spending  their  tine. 


r IBIS  zz 

Average  Travel  Tines  (in  ninotes)  s  stake  1 


Pros/To 

Total 

Tine 

•  of 

Events 

Bean 

Std 

Dev 

High 

LOW 

Bode 

BSC/BI 

*95 

9 

55 

8 

60 

*5 

60 

BX/Concord 

3*5 

7 

*9 

6 

60 

*5 

*5 

Coo  cord/ BSC 

390 

7 

56 

9 

70 

*5 

60 

BSC:  Baval  Supply  Center  Oakland  BI:  Bare  Island 
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TABLE  ZZZ 


Average  Ion-Travel  Tines  (in  ninutes) :  Stake  1 


Location 

Total 

Tine 

*  of 
Events 

Bean 

Std 

Dev 

High 

LOV 

Bode 

3*1 

(an) 

315 

11 

28 

18 

60 

10 

10 

312 

165 

10 

17 

9 

30 

5 

10,15 

BI 

1365 

14 

98 

3* 

180 

55 

105 

Concord 

210 

7 

30 

18 

65 

5 

30 

341 

(P«) 

»0 

10 

25 

18 

70 

5 

30 

3*1: 

BI: 

Bldg 

Bare 

-  3*1  ISC 
Island 

Oakland 

312 

:  Bldg 

.  312 

ISC  Oakland 

TABLE  ZZXI 

Average  Travel  Tines  (in  ainates)  :  Stake  2 


Pro  a/ To 

Total 

Tine 

•  of 
Events 

Bean 

Std 

Dev 

High 

Low 

Bode 

ISC/TI 

550 

18 

31 

4 

60 

25 

30 

TI/HP 

270 

15 

18 

6 

30 

10 

15 

BP/HP 

685 

1* 

49 

8 

60 

35 

40 

BP/ ISC 

620 

10 

62 

3 

65 

60 

60 

ISC:  level  Supply  Center  Oakland  TI:  Treasure  Island 
BP:  Banters  P&int  BP:  Hoffett  Field 
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TABLE  IX III 


Average  Boa-Travel  Tlees  (in  siantes) :  Stake  2 


Location 

Total 

Tine 

•  of 
Events 

Bean 

Std 

Dev 

Bigh 

Low 

Bode 

414 

205 

T  — — 

17 

12 

4 

40 

5 

10 

341 

1280 

19 

67 

18 

90 

25 

70 

TI 

1050 

19 

55 

20 

65 

15 

35 

BP 

330 

16 

21 

9 

40 

10 

25 

BP 

585 

14 

42 

23 

55 

10 

30 

414:  Bldg.  414  ISC  Oakland  341:  Bldg.  341  «SC  Oakland 
TI:  Treasure  Island  BE:  Banters  Point  HP:  Boffett  Field 


TABLE  HIT 

Average  Travel  Tines  (in  ainutes) :  stake  3 


Proa/To 

Total 

Tiae 

•  of 
Events 

Bean 

Std 

Dev 

Bigh 

Low 

Bode 

■SC  /I  AS  (aa) 

340 

18 

19 

8 

40 

15 

15 

■AS /ISC (aa) 

338 

16 

21 

6 

30 

10 

15 

ISC /I  AS  (pa) 

165 

10 

17 

5 

30 

15 

15 

■AS /■  SC  (pa) 

175 

10 

18 

5 

25 

10 

15,20 

ISC:  laval  Supply  Center  Oakland 
■AS:  laval  Air  Station  Alaneda 


TABLE  XXT 


Average  Ion-Travel  Tlees  (in  ainntes) :  Stake  3 


Location 

Total 

Tine 

*  of 

E  vents 

Bean 

Std 

Dev 

High 

Lov 

Bode 

341  (aa) 

1890 

20 

95 

37 

165 

25 

70 

BAS  (aa) 

335 

18 

19 

18 

70 

5 

10 

341  (neon) 

2035 

22 

92 

74 

180 

5 

110 

BAS  (pa) 

300 

14 

21 

14 

50 

5 

10 

341  (pa) 

1642 

19 

86 

47 

340 

15 

120 

341:  Bldg. 

341  BSC 

Oakland 

BAS: 

Baval 

Air  Station  , 

Alaaeda 

TABLE  XXTI 

Average  Travel  Tiaes  (in  ainates) :  Stake  4 


Froa/To 

Total 

Tiae 

#  Of 

Events 

Bean 

Std 

Dev 

High 

Lov 

Bode 

312/341 

100 

20 

5 

0 

5 

5 

5 

BSC /BABP  (aa) 

240 

15 

16 

3 

25 

15 

15 

BABP/BSC  (aa) 

320 

16 

20 

0 

20 

20 

20 

BSC /BABP  (pa) 

255 

17 

15 

0 

15 

15 

15 

BABP/BSC  (pa) 

400 

20 

20 

0 

20 

20 

20 

312:  Bldg,  312  ESC  Oakland  341:  Bldg.  341  BSC  Oakland 

BSC:  Baval  supply  Center  Oakland 

BABP:  Baval  Air  Be  work  Facility  Alaaeda 
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TABLE  XXVII 


Average  Eon-Travel  Tinea  (in  ainutea) :  Stake  a 


Location 

Total 

Tiae 

•  of 
Evenxs 

Bean 

Std 

Dev 

High 

Low 

Bode 

312 

605 

21 

29 

6 

40 

10 

30 

341  (an) 

1830 

21 

87 

14 

115 

60 

85 

117/162  (an) 

270 

21 

13 

12 

50 

5 

5 

5/4  00/8  (aa) 

335 

21 

16 

6 

30 

5 

15 

341 (noon) 

2745 

21 

131 

16 

160 

100 

135 

117/162(pa) 

220 

21 

10 

8 

30 

5 

5 

5/400/8  (pa) 

390 

21 

19 

10 

45 

5 

20 

341  (pa) 

1135 

20 

57 

17 

90 

25 

45 

312:  Bldg. 

l 

312  BSC  Oakland 

H?:  i:\r.a 

341:  Bldg 
2  BABE  Alaaeda 

8  BABE  Alaaeda 

.  341 

BSC  Oakland 

TABLE  XXTIII 

Average  Travel  Tines  (in  ainotes) :  Travis 


Eroa/To 

Total 

Tiae 

#  of 
Events 

Bean 

Std 

Oev 

High 

Low 

Bode 

BSC/QT 

2730 

31 

88 

11 

125 

70 

90 

BSC/HAC 

1895 

21 

90 

15 

135 

75 

85 

QT/BAC 

220 

20 

11 

3 

15 

5 

10 

0T/ BSC 

885 

12 

74 

11 

90 

60 

65 

BAC/BSC 

3125 

40 

78 

9 

105 

65 

70 

BSC:  Baval  Supply  Center  Oakland 
QT:  QOICKTBABS  Terainal  BAC: 

BAC 

Terainal 
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TABLE  XZIZ 


Average  Ion-Travel  Tiaws  (in  ainutes) :  Travis 


Location 

Total 

Tiae 

»  of 
Events 

Bean 

Std 

Oev 

High 

Low 

Bode 

833  (Trk  #1) 

925 

88 

21 

13 

50 

5 

25 

833  (Trk  *2) 

180 

22 

6 

3 

15 

5 

5 

QT 

1380 

32 

82 

28 

120 

10 

25 

HAC 

990 

80 

25 

13 

65 

5 

15 

833:  Bldg.  833  ISC 
SAC :  HAC  Terainal 

Oakland 

Trk: 

QT: 

Truck 

Q0ZCKTBAIS 

Terainal 

D.  ADDITIONAL  AM ALTS BS 

The  purpose  of  this  section  is  to  present  the  results  of 
other  analyses  conducted  during  the  course  of  this  study 
that,  while  relating  to  the  local  delivery  systea,  did  not 
directly  support  the  cost  and  tine  analyses. 

i.  aiawCTHat  Izr  mi 

The  nuaber  of  aeasu resent  tons  of  aaterial  input  to 
and  output  froa  the  local  delivery  systen  is  coapiled 
aonthly  and  included  in  the  supply  aanageaent  reports 
prepared  by  ISC  Oakland.  The  neasureaent  ton  data  was 
analyzed  to  get  a  feel  for  the  significance  of  the  local 
delivery  function  within  the  context  of  the  overall  ISC 
Oakland  operation.  To  do  this,  inforsation  regarding  the 
average  aonthly  neasureaent  tons  processed  out  of  the  Center 
during  FT  1981  (i.e.,  October  1,  1980  through  Septeaber  30, 
1981)  was  obtained  froa  the  Supply  Operations  Statistics  for 
the  aonth  of  Septeaber  1981.  As  shown  in  Appendix  A,  the  FT 
1981  aonthly  average  for  outbound  aeasureaent  tons  was 
82,918  or  approxiaately  51  5  *  00  0  aeasureaent  tons  per  year. 
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Comparing  this  figure  to  the  data  shown  in  Table  XXX,  it  vas 
apparent  that  the  aeasnreaent  tons  processed  through  the 
local  delivery  systea  accounted  for  alaost  47  per  cent  of 
the  Center *s  total  outbound  aeasnreaent  tons.  It  should  be 
noted  that  the  backlog  data  generally  reflected  aaterial  on 
hand  at  the  end  of  an  accounting  period  and  scheduled  to  be 
delivered  in  the  near  future.  Therefore,  the  appearance  of 
backlogs  in  the  aaounts  shown  in  Table  XXX  seeas  reasonable 
and  will  not  be  analysed  further  in  this  study. 


TABLE  XXX 


Beasnreeent  Tons  Processed  Through  the  Local  Delivery  Systea 

During  FT  1981 


’SiKS9 


OCT 

831 

BO? 

1,069 

DEC 

511 

*£ 

BIB 

APB 

910 

424 

BAX 

JOB 

fli 

JOL 

614 

A06 

SEP 

1 ,  0<?6 

Totals 

Inputs 


240,8  99 


Outputs 


.16  i 

It: ill 
ftiS 
iS'Sel 

if  ill 

2 4 57999 


finding 

Backlog 


Source:  Bonthly  BSC  Oakland  Supply  Banageaent  Beports 


2.  limit  hi  luuui 

The  data  presented  in  Table  XXXI  represents  the 
nuaber  of  issues  aade  by  BSC  Oakland  during  each  aonth  of  FT 
1981  and  is  broken  down  by  whether  or  not  the  itea  issued 
was  aanaged  by  DLA,  the  Bevy  or  another  activity.  The 
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nuabers  included  in  the  table  are  approxieations  based  on 
the  issues  by  aanager  charts  accoapanying  ISC  Oakland*s 
Supply  Operations  Statistics  for  Septeaber  1981  (appendix 
A).  This  in for sat ion  was  analysed  to  obtain  a  perspective 
on  the  significance  of  the  asount  of  DLA  sanaged  aaterial 
issued  by  ISC  Oakland  as  coapared  with  issues  of  aaterial 
a an aged  by  other  activities.  Based  on  the  data  presented  in 
Table  XXXI,  it  was  apparent  that  OLA  aanaged  iteas  accounted 
for  67.69  of  the  issues  Bade  by  ISC  Oakland  during  FT  1981 
while  lavy-aanaged  iteas  accounted  for  26.19  and  iteas 
aanaged  by  all  other  activities  accounted  for  the  reaaining 
6.39.  This  analysis  revealed  the  significance  of  the  DLI 
aanaged  iteas  with  respect  to  the  overall  BSC  Oakland 
operation. 


TABLE  XXXI 


Fiscal  Tear  1981  Issues  by  Hanager 


S§? 

DK 
J  II 
FEB 

SB 

HIT 

J01 

JUL 

106 

SEP 

Totals 


DLI 


1,120,000 


(67.69) 


■ITT 


432,500 
(26.  19) 


OTHEB 


105,000 

(6.39) 


TOTAL 


1,657,500 

(100.09) 


Source:  ISC  Oakland  FT  1981  Supply  Operation  Statistics 


3-  Frequence  ttjgf  la  CMlQllS  HatlgM 

The  pocpoH  of  this  post  ion  of  tho  analysis  was  to 
dstarsina  what  cnstossr  locations  war*  rscsiving  ths  highest 
low si  of  sorwico  fros  tho  local  delivery  systos  basod  sololy 
on  froqnoncy  of  trips.  Tho  432  trips  to  cnstosor  locations 
indicated  in  Table  ZXZII  is  greater  than  the  27h  trip 
tickets  analysed  because  (as  indicated  earlier)  a  single 
trip  ticket  can  represent  stops  at  sore  than  one  cnstosor 
location.  For  eras pie,  there  were  21  trip  tickets  for  Stake 
•1  analysed,  howewer,  these  trip  tickets  represented  12 
trips  that  stopped  at  Hare  Island  only,  9  trips  that  stopped 
at  Hare  Island  and  also  at  laval  Weapons  station  Concord  and 
6  trips  that  stopped  at  Hare  Island  and  at  aiscellaneons 
other  stops.  Therefore,  the  21  Stake  *1  trip  tickets 
analysed  resalted  in  36  trips  to  various  cnstosor  locations, 
idditlonally,  trip  tickets  for  Stakes  3  and  a  usually 
cowered  two  trips  per  day  each. 

Is  can  be  seen  ia  Table  ZXZII,  the  top  custoaer 
locations  in  terns  of  nasber  of  trips  were  HAS  Alaseda  with 
102,  Trawls  AFB  with  73  and  Bare  Island  Hawal  Shipyard  with 
h5.  In  other  words,  23.66  of  the  trips  to  cnstosor  loca¬ 
tions  sade  by  the  local  delivery  systes  dnring  October  1981 
stopped  at  csstoaers  at  HAS  Alaseda,  16.96  at  Travis  AFB  and 
10.46  at  Hare  Island.  This  swans  that  a  total  of  50.96  of 
the  trips  to  csstoser  locations  were  sade  to  only  three  qf 
the  csstoser  locations  generally  served  by  HSC  Oakland's 
local  delivery  systes. 

Additionally,  the  frequency  analysis  indicated  how 
sajor  csstoser  locations  were  being  serviced  in  terns  of 
scheduled  and  aon-scheduled  trips.  For  the  purpose  of  this 
study,  the  scheduled  trips  include  the  four  stake  runs  pins 
two  trips  per  day  Hob day  through  Friday  and  one  trip  per  day 
Saturdays,  Sundays  and  holidays  to  Travis  AFB.  All  other 
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trips  ar«  considered  non-scheduled.  Of  intsrsst  here  was 
the  fact  that  165  of  432 ,  or  38.29,  3f  tha  trips  to  custoaer 
locations  wars  tha  rasnlt  of  non-scheduled  runs. 

With  regards  to  tha  three  enstoser  locations  that 
received  the  largest  frequency  of  trips,  non-scheduled  rnns 
accounted  for  39  of  102,  or  38.29,  of  the  trips  to  IRS 
ilaseda;  23  of  73,  or  31.51,  of  the  trips  to  Travis;  and,  2a 
of  as,  or  53.39,  of  the  trips  to  Bare  Island. 

icailtt  21931 

The  purpose  of  this  analysis  was  to  det arsine  the 
nnaber  of  trailers  being  rented  froa  the  PHC  and  hov  they 
were  being  utilized  in  terns  of  the  nnsber  of  hours  the 
trailers  were  spotted  for  loading  and  the  nusber  of  hours 
spent  actually  aoving  sate rial  to  and  froa  enstoser  loca¬ 
tions.  It  should  be  noted  that  as  a  result  of  the  occasion¬ 
ally  incoaplete  data  recorded  on  the  trip  tickets  and  the 
dispatcher  logs,  soae  subjectivity  was  required  to  allocate 
soae  of  the  trailer  custody  hours.  However,  this  subjec¬ 
tivity  is  not  considered  significant  enough  to  saterially 
affect  the  overall  results  of  the  analysis. 

i  review  of  the  Honthly  Bquipsent  Rental  Charges 
report  revealed  that  various  types  of  trailers  were  being 
charged  to  the  local  delivery  job  order  nusber.  Those 
included  equipsent  codes  0813,  0816,  0817,  0820,  0822  and 
0825.  of  these,  the  081 3,  0816  and  0817  were  the  sost 
cosson.  Therefore,  the  trip  tickets  and  dispatcher  logs 
were  utilized  to  divide  custody  charges  for  these  three 
types  of  trailers  into  two  segsents,  one  being  that  tine 
spent  actually  aoving  aaterial  to  and  fros  custoners  and  the 
other  being  that  tine  spent  spotted  for  loading.  For 
ezaaple,  a  review  of  Squipaent  Code  816  (20  ton  stake  semi¬ 
trailer)  utilisation  shoved  that  there  were  18  of  these 
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trailers  charged  to  the  local  delivery  job  order  oa  October 
1.  the  total  hoars  for  which  custody  chargee  for  these  18 
trailers  were  levied  vers  1 39.  Of  these,  trip  tickets  and 
dispatcher  logs  indicated  that  ten  hoars  were  used  to  travel 
to,  onload  at  and  return  froa  costoser  locations.  These 
records  also  indicated  that  the  tan  hoars  were  allocated  to 
four  trailers.  Therefore,  the  reaaiaing  129  hoars  reflected 
tiae  spent  spotted  for  loading.  ilso,  the  data  indicates 
the  IS  of  the  18  trailers  for  which  custody  charges  were 
levied  on  October  1  were  not  utilised  to  wove  aaterial  to 
castoaer  locations.  The  results  of  the  trailer  utilization 
analysis  are  sasaarized  in  Table  XXXXXI. 

TIB  LI  XXXXXI 

Trailer  Utilization  Susaary  for  October  1981 


SSStp 

5*£! U 

Boars  spotted 
for  Loading 

Travel/Off 
Load  Hours 

Total 

Honrs 

813 

(72) 

49  0 

102 

592 

816 

(785)  , 

356  8 

240 

3808 

817 

(20S) 

128  3 

458 

1741 

Totals 

534  1 

800 

6141 

Per  cent  of 

Total  Boars 

87.01 

13.04 

100.04 

it.  BiaCggSIflE 


In  general,  this  study  atteapted  to  describe  ISC 
Oakland's  local  delivery  systaa  in  taras  of  tha  average 
costs  par  trip  for  delivery  services  purchasad  froa  PIC  San 
Francisco  and  tha  distribution  of  driver  tiaa  aaong  travel 
and  non-travel  functions.  In  addition  to  thasa  priaary 
af forts,  inforaation  was  obtainad  ragarding  tha  nuabar  of 
aaasaraaaat  tons  of  aatarial  proeassad  through  tha  local 
delivery  systaa,  tha  aaount  of  OLA  aanagad  aatarial  baing 
issuad  by  tha  Center,  tha  fraguancy  of  trips  to  various 
custoaar  locations  and  how  various  typas  of  trailars  vara 
utilizad  by  tha  local  dalivary  systaa.  This  analysis  has 
shown  that  tha  local  dalivary  systaa  is  a  significant 
alaaant  of  tha  ISC  Oakland's  affort  to  support  its 
custoaers,  aspacially  whan  viawad  froa  tha  parspactiva  of 
tha  high  parcantaga  of  tha  Cantar'a  outbound  aeasureaeut* 
tons  that  ara  proeassad  through  tha  local  dalivary  systaa. 

Tha  la  pact  of  tha  local  dalivary  function  on  ISC 
Oakland's  ability  to  parfora  its  aission  has  cons  undar 
incraasing  attention  priaarily  due  to  four  initiatives;  tha 
wholesale  supply  support  consolidation,  tha  installation  of 
■ISTA1S,  increased  eaphasis  on  contracting  out,  and  funding 
concerns  expressed^  by  VATBTO.  Tha  discussion  that  follows 
tries  to  relate  thasa  concerns  to  tha  tha  data  that  was 
gaaaratad  by  tha  analyses  conducted  and  tha  observations 
aada  during  tha  course  of  this  study. 

One  of  tha  aost  obvious  findings  was  that  tha  currant 
database  and  perf or nance  records  utilised  by  ISC  Oakland  and 
PIC  San  Francisco  do  not  provide  sufficiently  detailed 
inforaation  to  do  as  in  depth  an  analysis  of  tha  driver  and 
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equip  sent  tine  utilisation  and  calatad  costs  as  had  baan 
originally  planaad.  For  exaaple,  tha  failure  of  drivers  to 
cossistantly  provide  coaplata  tisa  and  odonatar  raading  data 
on  tha  trip  tickats  aada  thasa  docunants  fraquantly  unusabla 
or,  at  bast,  only  aarginally  usaful  for  providing  sons 
indication  as  to  driver  tisa  utilization  in  tha  vary  gross 
tacas  of  traval  and  non-travel  tisas. 

A.  COST  DATA 

Tha  cost  analysis  indicatad  that,  vhan  conparad  to  tha 
$65- $75  par  trip  astisata  providad  by  IAVBTO,  tha  avaraga 
costs  par  run  vara,  in  all  easas,  higher  than  vhat  would  ba 
azpactad  to  be  received  fro a  a  coanarcial  contract  carrier. 
Additionally,  tha  weights d  avaraga  cost  par  run  for  tha 
overall  local  delivery  systea  was  $155.90,  aora  than  twice 
tha  f AFBTO  astiaata. 

It  should  ba  noted,  however,  that  any  direct  coaparison 
of  tha  avaraga  cost  par  trip  data  for  Oakland  and  tha  mavhto 
astiaata  should  ba  dona  cautiously  since  tha  IAVBTO  astiaata 
is  based  on  a  one  trip/on  a  stop  scenario  and  tha  Oakland 
data  fraquantly  includes  trips  with  aultipla  stops, 
loaetheless,  a  general  feeling  that  it  is  costing  ISC 
Oakland,  on  tha  avaraga,  aora  to  deliver  aatarial  to  local 
custoaers  using  PIC  drivers  and  equipaent  than  it  would  if 
it  contracted  for  thasa  services  seaas  justified.  Also, 
IAVBTO  feels  additional  stops  can  ba  added  at  vary  reason” 
able  cost  thereby  indicating  that  contract  delivery  services 
should  also  ba  aora  econcaical  for  trips  with  aultipla 
stops. 

This  finding  conflicts  with  tha  conclusion  azprassad  by 
Hernandez  and  Qallitz  in  their  thesis  on  ISC  Oakland's  local 
delivery  systea  (lef.  63  priaarily  because  their  approach  to 
contracting  out  did  not  include  vhat  IAVHTO  considers  to  be 
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potential  price  ecoaonies  resulting  fcoa  guaranteeing  a 
carrier  a  large  nuaber  of  trips. 

The  feeling  that  SSC  Oakland  is  paying  sore  than  needed 
for  local  delivery  services  is  also  supported  by  the  cost 
per  sile  data.  For  exanple,  the  vsighted  average  cost  per 
sile  was  S3. 55.  This  does  not  coapare  favorably  to 
Safeway**  SI. 56  per  ails  cost  for  the  San  Francisco 
Division.  The  Safeway  figure  includes  the  cost  of  labor, 
the  fixed  and  variable  cost  of  operating  the  eguipaent  and 
an  allocation  of  overhead.  Even  when  considering  differ¬ 
ences  in  cost  accounting  techniques,  the  fact  that  BSC 
Oakland's  average  cost  per  run  is  sore  than  twice  Safeway* s 
for  generally  the  saae  geographical  area  suggests  isc 
Oakland* s  current  costs  are  excessive. 

The  analysis  also  pointed  out  the  high  degree  of  vari¬ 
ability  between  the  average  coats  of  the  various  groups  of 
runs.  For  exaaple,  the  average  cost  per  run  ranged  froa  a 
low  of  S97.31  for  Stake  3  to  a  high  of  S27B.86  for  Stake  2. 
The  weighted  average  cost  per  run  was  S155.90  with  a  stand¬ 
ard  deviation  of  $46.80.  Since  this  variability  sight  be 
attributed  to  differences  in  tines  spent  loading,  unloading 
or  waiting  and/or  the  nuaber  of  niles  driven,  average  costs 
per  driver  hour  and  per  aile  were  also  coaputed.  once  again 
the  aaount  of  variability  seeas  significant.  The  average 
costs  per  hour  ranged  froa  a  low  of  $26.07  for  stake  3  to  a 
high  of  $40.14  for  the  Travis  runs.  The  overall  weighted 
average  for  cost  per  hour  was  $32.90  with  a  standard  devia¬ 
tion  of  $4.50.  The  average  eosts  per  aile  ranged  froa  a  low 
of  $1.81  for  the  Travis  runs  to  a  high  of  $7.82  for  stake  4. 
The  overall  weighted  average  cost  per  aile  was  $3.55  with  a 
standard  deviation  of  $1.95. 
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1  additional  consideration  that  should  ba  included  in 
any  comparison  aast  bs  the  lulled  cost  of  the  flexibility 
that  Oakland* s  present  system  provides.  The  flexibility 
issne  raises  the  question  as  to  whether  or  not  the  local 
delivery  systes  really  needs  the  flexibility  it  cnrrently 
has  designed  into  it.  according  to  Safeway  and  OPS,  the 
need  for  flexibility  is  real  bat  should  be  minimized  to  the 
greatest  extent  possible  throogh  the  use  of  improved  plan¬ 
ning  and  fixed  schedules.  However,  there  appears  to  be 
little  or  no  incentive  for  ISC  Oakland  to  reduce  flexibility 
and  the  associated  costs. 

One  of  the  reasons  ISC  Oakland  has  no  incentive  to 
reduce  costs  is  that  the  driver  and  equipment  costs  in 
support  of  the  local  delivery  system  at  ISC  Oakland  appear 
to  be  considered  a  "free  good"  since  the  supply  Center  is 
not  required  to  budget  for  or  account  for  these  costs.  The 
**free  good"  perspective  has  resulted  in  a  circumvention  of 
the  buyer-seller  relationship  that  should  exist  between  a 
IIP  activity  (PIC  San  Francisco)  and  its  custoaer  (ISC 
Oakland) .  Asa  result,  the  Supply  Center  has  concentrated 
its  attention  on  the  "what"  not  the  "how"  of  local  delivery. 
For  all  intents  and  purposes,  it  appears  that  all  the  center 
must  do  to  continue  to  get  local  delivery  driver  and  equip¬ 
ment  services  paid  for  with  IHF/SDT  funds  is  to  annually 
issue  a  work  request  to  the  PIC  and  the  rest  is  automatic. 
There  appear  to  be  no  external  constraints  placed  on  the 
Center  as  to  the  amount  of  IHF/SDT  funds  to  be  obligated 
against  the  local  delivery  job  order.  This  lack  of  external 
constraints  appears  to  have  led  to  a  situation  where  charges 
t<*  the  local  delivery  job  order  number  were  always  assumed 
to  be  correct.  In  this  case,  "correct1*  means  both  accurate 
in  terms  of  dollars  and  factual  regarding  actual  time  and 
usage.  Additionally,  "correct"  implies  the  trip  was  needed 


and  it  van  an  appropriate  charge  to  RIP/SOT  funds.  This 
study  has  shown  that  this  assuaption  is  not  always  valid. 

This  attitude  that  the  "what"  of  local  delivery  is  sore 
iaportant  than  the  "how"  is  also  reinforced  by  the  way  in 
which  the  perfornance  of  the  local  delivery  systea  is  aoni- 
tored.  Proa  a  perfornance  nonitoring  perspective,  the 
"what”  is  ensuring  that  the  OHRZPS  tine  standards  are  eet. 
To  do  this,  it  appears  that  the  objective  is  to  deliver  all 
aaterial  processed  through  the  local  delivery  systea  by  the 
close  of  the  next  working  day  after  it  been  drawn  fron  stock 
or  sooner,  if  possible.  This  policy,  while  proaoting 
custoaer  satisfaction,  does  not  appear  to  consider  the  costs 
of  such  an  approach  and  the  systea-wide  judgeaents  regarding 
how  to  process  aaterial  in  Issue  Groups  II  and  III.  In 
other  words,  the  local  delivery  systea  utilized  at  RSC 
Oakland  appears  to  be  designed  to  treat  all  Issue  Group  I, 
II,  and  III  aaterial  as  if  it  were  Issue  Group  I.  This 
situation  is  further  aggravated  by  the  apparent  goal  to 
iaprove  custoaer  support  over  pre-consolidation  levels. 
This  goal  appears  to  have  been  interpreted  by  nany  people 
involved  with  the  local  delivery  systea  to  aean  treating  all 
deliveries  to  RARF  Alaaeda  and  RAS  Alaaeda  as  eaergencies. 

B.  TIBB  DATA 

Regarding  driver  tiaes,  it  is  appears  that,  on  the 
average,  drivers  are  spending  aore  of  their  tiae  in  a  non¬ 
travel  rather  than  a  travel  status.  For  exanple,  the 
average  non-travel  tiaes  for  the  various  groups  of  runs 
ranged  fros  a  low  of  33. 7*  for  the  Travis  runs  to  a  high  of 
78.2%  for  Stake  8»  The  overall  average  percentage  for  non- 
travel  tiae  was  57.8%  with  a  standard  deviation  of  13.9%. 
fhile  soae  wait  tiae  is  to  be  expected,  especially  in  view 
of  the  fact  that  drivers  aust  rely  on  the  custoaer  to 
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onload,  the  aaoont  of  non-travel  tine  currently  bain? 
incorrad  appaars  inafficiant. 

Tha  conaants  froa  Safaway  and  OPS  indicat ad  that  a  priaa 
con earn  in  tha  efficient  opa ration  of  thair  raspactiva 
dalivary  ayataas  ia  tha  Baziaization  of  tha  parcant  of 
trawal  tiaa  coaparad  to  non-travel  tiaa.  Safaway  and  OPS 
vara  aapacially  concarnad  that  driwar  wait  tiaa  at  terainals 
ba  ainiaizad  and,  in  tha  casa  of  Safaway,  it  was  expected 
that  turn-around-tine  at  dalivary  locations  should  ganarally 
not  aacaad  fifteen  ainutes. 

Safeway  and  OPS  also  stressed  tha  need  for  close  super¬ 
vision  of  drivers.  Supervision  of  drivers  perforning  tha 
local  dalivary  function  at  MSC  Oakland  appeared  to  be 
extreaely  lax.  This  could  be  attributed  to  a  pwc  perception 
that  how  tha  drivers  perforaed  on  the  job  would  ba  aonitored 
by  MSC  Oakland  while,  at  tha  sane  tiaa,  MSC  Oakland 
perceived  that,  since  tha  drivers  did  not  work  for  tha 
Center  directly,  tha  Canter  could  not  tall  thaa  how  to  do 
thair  jobs.  Whatever  the  cause,  tha  drivers  were  on  thair 
own  with  little  or  no  direct  supervision. 

An  analysis  of  how  non- travel  tiaa  was  spent  was  diffi¬ 
cult  because  of  tha  sketchy  inforaation  provided  on  tha 
aajority  of  tha  trip  tickets.  However,  a  review  of  tha  trip 
tickets  and  observations  aada  indicated  soae  practices  that 
aay  not  proaote  efficiency,  including:  Drivers  assisting 
with  sorting  and  loading  naterial  prior  to  leaving  Bldg. 
341;  trucks  asking  aultiple  stops  to  pick  up  aatarial  prior 
to  leaving  tha  Canter;  drivers  being  on  standby  at  Bldg.  341 
whan  not  actually  delivering  aatarial;  and,  a  tandancy  for 
tha  tiaa  required  to  coaplete  a  dalivary  to  expand  to  fill 
the  tiaa  available. 

Tha  analysis  of  travel  and  non-travel  tiaes  once  again 
pointed  to  a  high  degree  of  variability.  In  this  casa,  tha 
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variability  was  basically  unexplained  since  the  travel  tines 
were  for  the  sane  portion  of  the  trips  and  the  non-travel 
tiaes  were  coaputed  on  a  location  by  location  basis. 

It  should  be  noted  that  the  standard  deviations  for  the 
average  travel  tiaes  were  generally  less  severe  than  those 
for  the  average  non- travel  tiaes.  This  indicates  that  it 
night  be  easier  to  establish  reasonable  standards  for  travel 
tiaes  than  for  non-travel  tiaes.  It  aay  be  possible  that 
lack  of  standards  is  contributing  to  the  high  variances 
since*  without  standards*  the  drivers  sight  have  difficulty 
knowing  exactly  what  is  expected  of  then  and  supervisors 
have  little  indication  when  perforsance  is  slipping.  The 
establishaent  of  standards  for  average  travel  and  non-travel 
tiaes  is  beyond  the  scope  of  this  study*  but  the  Safeway 
standards  for  turn-around- tiae  and  average  speeds  could  be 
used  as  interia  objectives  recognizing  the  need  to  aodify 
the  perforaance  standards  based  on  the  characteristics  of 
each  group  of  runs. 

An  additional  observation  worth  noting  is  that*  in  spite 
of  the  variances  found  in  aost  of  the  coaputations*  no  vari¬ 
ances  were  deterained  for  the  aajority  of  the  average  travel 
tiaes  for  Stake  4.  This  could  be  explained  by  the  proxiaity 
of  BSC  Oakland  to  1ASF  ilaaeda  (the  only  custoaer  location 
for  Stake  4)  and  the  practice  of  recording  tiae  in  five 
ainute  increaents.  On  the  other  hand*  this  situation  could 
also  indicate  that*  because  of  no  direct  supervision*  the 
driver  appears  to  be  filling  the  trip  tickets  out  based  on 
past  experience  rather  than  actual  travel  tiaes. 

Another  indication  of  the  iapact  of  a  lack  of  supervi- 
sion/conttol  is  the  fact  that  the  driver  of  stake  4  spent* 
on  the  average*  275  ainutes*  or  aore  then  four  and  one-half 
hours*  a  day  in  a  non-travel  status  at  Bldg.  341*  BSC 
Oakland's  local  delivery  warehouse.  Unfortunately*  this  was 
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not  an  isolated  occnrranca  sine*  tha  driver  of  Stake  3  spant 
an  alaost  idantical  273  ainntas  par  day  at  Bldg.  341.  This 
practica  of  alloving  drivers  to  spand  so  anch  tiaa  in  a 
non-tra  vwl  status  is  indication  of  tha  inafficiancias 
a  rioting  in  tha  currant  local  delivery  systea.  In  this 
particular  instance,  it  saaas  raasonabla  to  snggast  that  ona 
driver  coaid  cooar  both  Stakas  3  and  4  if  tha  delivery 
schadalas  vara  staggarad.  Taking  this  saggastion  ona  stap 
further,  it  appaars  that  sinca  HASP  ilasada  is  located  at 
■AS  Alaaeda,  tha  too  stakas  conld  conveniently  ba  coabinad 
into  ona  and  tharaby  achiaoa  additional  afficiancias  by 
radacing  tha  aaoont  of  traoal  tiaa  ragairad  (i.e.,  aaka  ona 
trip  to  tha  VIS /I  ABF  Alaasda  coaplaz  in  tha  aorning  and  one 
in  tha  afternoon) . 

C.  T BAILS!  UTILIZATION 

Tha  analysis  of  trailer  utilization  raoaalad  that 
custody  charges  assigned  to  tha  local  dalioary  job  order 
earn,  in  aany  cases,  for  acre  than  eight  hours  par  day. 
This  is  in  direct  conflict  with  tha  PBC  instruction  covering 
transportation  aguipaant  rental  rates  which  indicates  that, 
except  for  a  fas  instances,  rental  charges  are  generally 
coaputed  for  an  eight  hour  day  (lef.  2:  p.15].  The  excep¬ 
tions  discussed  in  tha  instruction  do  not  apply  to  tha 
aguipaant  charged  to  tha  local  delivery  job  order.  PBC 
Transportation  Office  supervisory  personnel  guastionad  about 
this  issus'stated  that  it  vas  their  understanding  that  tha 
policy  vas  that  trailers  would  ba  charged  for  no  aora  than 
eight  hours  par  day  and  that  this  instanca  of  charging  for 
aora  than  eight  hours  could  ba  a  clerical  error. 

This  analysis  also  revealed  that,  even  if  trailers  vara 
charged  only  for  eight  hour  days,  tha  charge  applied  seven 
days  a  weak.  Several  of  tha  trailers  charged  to  tha  local 
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dtlifcf  job  ardor  appeared  to  have  boon  in  tho  custody  of 
soao  oloaont  of  tho  local  delivery  system  for  tho  ontiro 
aonth  of  Octobor.  That  aoans  tho  local  delivery  job  ordor 
was  char god  far  31  days  of  custody  for  soso  of  tho  trailers. 
It  sight  hoars  a  day,  this  ogoatos  to  a  custody  charge  based 
on  2*8  hours.  Had  tho  local  delivery  system  rented  tho 
trailers  on  a  Class  "B*  or  aoxrthly  basis,  tho  custody  charge 
would  have  boon  based  on  20  days  at  eight  hours  per  day  or 
160  hours.  It  is  apparent  then  that  isproved  efficiency  can 
be  achieved  easily  and  with  no  inpact  on  effectiveness  by 
changing  to  a  Class  * 8",  or  sonthly  rental,  status  for  that 
equipsent  which  oust  be  retained  peraanently  by  the  Center. 

0.  BfFICXEMCY 

The  bottoa  line  iapact  of  all  these  considerations  is  an 
apparent  esphasis  on  the  part  of  HSC  Oakland  to  pro note  the 
effectiveness  of  the  local  delivery  systes  and  ignore  its 
efficiency. 

This  attention  to  effectiveness  and  not  to  efficiency 
was  also  evident  in  PWC  San  Francisco's  approach  to 
providing  equipment  and  drivers.  The  PIC's  performance  has 
been  generally  measured  by  the  level  of  service  provided  to 
its  customers  (primarily  responsiveness) .  In  this  instance, 
responsiveness  meant  getting  the  requested  equipment  and 
driverm  to  the  desired  locations  at  the  right  tiae.  It 
appears  that  the  PWC  consistently  provided  timely  and  flex¬ 
ible  support  even  though  an  opinion  commonly  expressed  at 
the  Supply  center  was  that  the  PWC  needed  to  provide  more 
vehicles  more  quickly.  Since  the  PWC  was  getting  paid  for 
whatever  services  they  provided,  even  when  the  WSC  was 
billed  for  equipment  custody  charges  based  on  sore  than 
eight  hours  in  a  day  or  hourly  rates  when  monthly  rates 
would  have  been  cheaper,  there  was  little  if  any  incentive 
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foe  the  pic  to  question  the  "ho*"  of  providing  the  service 
except  to  be  ss  responsive  ns  possible  consistent  «ith 
existing  personnel  end  egaipsent  constraints.  Based  on  the 
observation  that  the  sfstea  generally  appeared  to  operate 
satisfactorily  to  all  concerned,  it  is  understandable  that 
there  vas  no  expressed  need  for  the  VSC  and  the  PBC  to  work 
wore  closely  together  regarding  requiresents,  scheduling  and 
efficient  utilization  of  personnel  and  equipaent. 

An  additional  consent  that  can  be  sade  as  a  result  of 
this  apparent  esphasis  on  effectiveness  vice  efficiency  is 
that  there  nay  be  son  "fraud,  waste  and  abuse"  iaplica- 
tions,  or  at  least  the  potential  for  criticisn,  fron  the 
perspective  that  the  local  delivery  systen  is  not  as  effi- 
cient  as  it  could  be.  The  recoaaendations  that  follow  in 
Chapter  V  should  contribute  to  the  isproved  efficiency  of 
the  local  delivery  systea  while  not  adversely  iapacting  the 
systen •*  effectiveness. 

In  the  aeantiae,  the  renewed  enphasis  on  contracting  out 
appears  to  have  changed  PIC's  focus  on  efficiency.  This  is 
supported  by  the  steps  the  PBC  is  currently  taking  to  try  to 
isprove  the  efficiency  of  the  transportation  services  they 
provide  in  order  to  ensure  their  eoapetitiveness  for  a 
planned  cost  coaparison  study  pursuant  to  OBB  circular  A- 76. 
If  the  ISC  and  the  PIC  want  to  retain  their  current  buyer/ 
seller  relationship,  they  aust  consider  working  nor*  closely 
together  to  iaprov*  efficiency  or  the  delivery  service  will 
aost  likely  be  contracted  out. 

An  increased  enphasis  on  the  efficiency  of  the  local 
delivery  systen  also  see  as  appropriate  in  view  of  the 
cosaitaeat  expressed  by  the  Supply  Systen  to  iaprov*  the 
saterial  handling  processes  at  ISC*s  through  the  installa¬ 
tion  of  II STABS.  As  discussed  earlier,  IISTABS  output,  even 
at  only  a  low  level  of  capacity,  will  saturate  the  current 
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capability  of  tha  local  dal ivory  systaa.  Tha  banafits  to  ba 
derived  from  VI ST Its  will,  therefore,  ba  const rainad  by  tha 
ability  of  tha  local  delivery  systaa  to  procass  oat bound 
aatarial.  Thus,  tha  naad  to  afficiantly  atiliza  azisting 
transportation  rasoarcas  will  b a  avan  graatar. 

To  proparly  plan  and  aanipalata  tha  local  delivery 
systaa  as  projactad  nndar  VAVADS,  aach  claarar  dascriptions 
of  tha  natora  of  tha  trips,  thair  dastinations,  tha 
fxagnancy  of  deliveries,  tha  aaasnraaant  tons  carriad,  tha 
tiaa  ragairaaants,  tha  agnipaant  ragniraaants  and  tha  prior** 
itias  of  tha  shipaants  ara  naadad.  This  study  indicatas 
that  tha  nacassary  data  is  not  rsadily  availables  and  that 
additional  analysis  will  ba  ragairad  to  develop  it. 

Additionally,  daring  tha  trailar  utilization  analysis  it 
was  obaarvad  that  a  saaaingly  disproportionata  aaoant  of 
trailar  tiaa  is  spant  spotted  for  loading.  For  axaspla, 
534 1  of  6141,  or  87.0V,  of  tha  custody  hours  chargsd  for 
Bguipaant  Codas  0813,  0816  and  0817  during  tha  aonth  of 
October  1981  vara  for  tiaa  spant  apparantly  spotted  for 
loading.  An  ezaaination  of  tha  Honthly  Equip want  Rental 
Charges  report  and  tha  applicable  dispatcher  logs  revealed 
that,  in  several  cases,  trailers  vara  spotted  at  tha  Supply 
Canter  or  tha  Alaseda  Facility  for  days  and  avan  weeks  at  a 
tiaa  without  apparent  so van ant.  While  this  type  of  trailar 
utilization  does  not  appear  to  enhance  tha  affactivanass  of 
tha  local  delivery  operation,  it  clearly  reduces  tha 
systaa* s  efficiency. 
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T.  BBC  OH H El DITTO WS 


ISC  Oakland  is  organized  to  par fora  a  local  delivery 
function  in  support  of  cus toners  located  within  a  100  aile 
radius  of  the  Supply  Canter  and  to  utilize  the  local 
delivery  systea  to  transport  aaterial  to  other  aajor 
transshipaent  points  vithin  the  sane  radius.  It  has  been 
shown  that  the  local  delivery  systea  is  a  significant 
eleaent  of  the  Supply  Center's,  effort  to  support  its 
custoaers  especially  when  viewed  fron  the  perspective  of  the 
high  percentage  of  the  Center's  outbound  aeasureaent  tons 
that  are  processed  through  the  local  delivery  systea. 

It  was  clear  fro a  the  beginning  of  this  study  that  ISC 
Oakland's  priaary  concern  regarding  local  delivery  was 
getting  aaterial  to  custoaers  and  transshipaent  points  as 
guickly  as  possible.  This  concern  is  reinforced  by  the  way 
the  local  delivery  systea  is  funded,  how  the  systea's 
perforaance  is  aeasured  and  an  apparent  desire  on  the  part 
of  ISC  Oakland  to  iaprove  levels  of  custoaer  support  as  a 
result  of  the  wholesale  supply  support  cosolidation. 

The  recoaaendations  that  follow  are  not  intended  to 
change  the  way  ISC  Oakland's  local  delivery  systea  is 
operated  just  for  change' s  sake,  but  rather  to  propose 
aodifications  to  the  current  operation  in  the  hope  of 
striking  a  balance  between  a  renewed  eaphasis  on  the 
systea's  efficiency  and  the  desire  to  aaintain  appropriate 
levels  of  custoaer  service. 

1.  ISC  Oakland  establish  a  new  or  expand  an  existing 
position  description  to  include  overall  coordination 
of  the  local  delivery  systea  (i.e. ,  all  jobs 
appropriately  charged  to  the  local  delivery  job  order 
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number).  included  would  bo  fanctlons  such  as: 
Interfacing  with  PfC  regarding  equipment  reqairenents; 
ensuring  that  jobs  charged  to  the  local  delivery  job 
order  naaber  are  both  legitimate  and  accnrate; 
coordinating  trips  to  customer  locations  to  ensure  the 
number  of  trips  is  minimised  by  maximising  equipment 
weight,  cube  and  backhaul  utilisation;  ensuring 
optimal  usage  of  the  existing  contract  delivery 
service  from  Travis  1FB;  optimising  driver  and 
equipment  time  utilisation  by  monitoring  the  location 
of  all  drivers  and  equipment  being  charged  to  the 
local  delivery  job  order,  including  trailers  spotted 
for  loading,  and  the  purpose  of  and  time  spent  at  all 
stops;  ensuring  drivers  fill  out  the  trip  tickets 
completely  and  accurately;  and,  developing  internal 
aanageaent  reports  to  measure  performance  in  terns  of 
such  things  as  measurement  tone  per  customer,  number 
of  pallets  per  customer,  nusber  of  trips  per  customer 
and  tine  utilisation  by  function  so  that  informed 
judgements  can  be  made  regarding  the  scheduling  and 
routing  of  deliveries. 

2.  In  support  of  Recommendation  One,  ISC  Oakland  consider 

utilising  production  reports  similar  to  those 
currently  being  used  at  ISC  San  Diego.  In  particular, 
the  authors  of  this  study  feel  that  pallet  count  would 
be  a  good  place  to  start  developing  meaningful 
performance  indicators  for  ISC  oakland*s  local 

delivery  system. 

3.  PfC  San  Francisco  increase  the  level  of  driver 

supervision  by  such  mechanisms  as  installation  of 
on~vehicle  monitoring  devices  similar  to  Tachographs 
and  increasing  the  frequency  of  supervisors  actually 
riding  the  trucks  in  order  to  observe  performance. 
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Car*  needs  to  b*  taken  regarding  this  recoenendation 
so  that  increased  supervision  is  viewed  as  a  necessary 
eleeent  of  a  professionally  eanaged  delivery  systee 
and  not  solely  as  a  way  to  gain  information  to  be  ased 
against  the  drivers.  Explanation  of  sinilar 
techniques  at ilix*d  in  the  very  successful  delivery 
operations  of  Safeway  and  OPS  night  be  a  asefal  way  to 
get  this  point  across. 

a.  PBC  San  Francisco  and  ISC  Oakland  jointly  develop 
perforsance  standards  for  travel,  loading  and 
anloading  tines.  Both  Safeway  and  OPS  indicated  that 
standards  have  been  asefal  as  a  way  to  eonitor 
performance,  especially  by  indicating  when  corrective 
action  may  be  necessary,  and  as  a  way  to  encoarage 
desired  types  of  behavior  by  clearly  coaaanicating 
what  level  of  performance  is  expected.  A  each  more 
detailed  stady  than  this  voald  be  necessary  to 
establish  appropriate  standards,  bat  this  stady  does 
indicate  that  the  carreat  lack  of  standards  may  be 
contribmting  to  the  treneadoas  variations  observed  in 
travel  aad  non- travel  times. 

5.  ISC  Oakland  consider  such  efficiency  related  actions 
as  redacing  the  namber  of  rans  to  costomer  locations 
and  increasing  back  haol  utilization.  Actions  in 
sapport  of  this  recommendation  coaid  include  sach  < 

things  as:  Increased  utilization  of  fixed  schedules 

i 

and  consolidated  shipments  as  ways  to  enhance  planning 
and  scheduling  as  well  as  weight  and  cube  utilization;  ■ 

installation  of  radios  in  all  vehicles  so  that  ( 

positive  contact  can  be  maintained  at  all  tinea,  this 
voald  be  especially  helpful  in  coordinating  backhaul 
regniresents;  adjust ing  delivery  schedules  to  ensure  | 

OBBIPS  standards  are  not  unnecessarily  exceeded  (i.*.,  1 
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do  not  treat  all  lasaa  Group  II  aad  III  aatarlal  as  if 
it  was  issoa  Group  I)  ;  and,  critically  review  tha  need 
for  runs  that  will  rasalt  in  tha  asa  of  overtiae. 

6.  IATBT0/I1  fSOP  dir  act  cita  a  0L1  transportation  Account 
Coda  (TAC)  for  local  delivery  of  sabsistanca  itaas 
originating  at  tha  Alaneda  Facility.  Although 
iaplaaantation  of  this  racoasandation  would  not  rasult 
in  tha  levy  baing  reiMursed  for  all  Dti  aatarial 
baing  shippad  via  tha  local  dalivary  systaa, 
dalivarias  of  sabsistanca  itaas  originating  at  tha 
Alaneda  Facility  account  for  a  larga  nuabar  of  tha 
trips  charged  to  tha  local  dalivary  job  ordar  and  thay 
raprasant  a  ralativaly  aasily  idantifiad  and  accounted 
for  portion  of  tha  local  dalivary  charges.  Tha 
iapleaantion  of  this  recoaaendation,  therefore,  should 
be  ralativaly  siapla  and  could  rasult  in  a  najor 
reduction  in  tha  local  dalivary  costs  charged  to 
■BF/SDT  funds. 

7.  pic  San  Francisco  conduct  a  cost  coaparison  study  in 

acoor dance  with  tha  provisions  of  OBB  Circular  A* 76. 
Since  tha  coaparison  of  tha  cost  of  internal 

operations  with  co  Merc  tally  available  services  is  an 
Executive  Branch  aandate  activated  by  tha  desire  to 
achieve  aconoay  in  operations,  PVC  San  Francisco  and 
■SC  Oakland  have  no  choice  and  should  strive  to  ensure 
tha  cost  coaparison  study  is  dona  properly.  Although 
cost  coaparison  studies  have  tha  potential  for 
generating  significant  negative  feelings  and 
opposition  aaong  tha  work  forces  involved,  tha 
pralininary  efforts  currently  underway  at  p«c  San 
Francisco  appear  to  have  had  a  positive  iapact 

especially  in  generating  a  willingness  to  look  at 
currant  operations  and  consider  ways  to  isprove  their 
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efficiency.  This  positive  environaent  needs  to  be 
n art a rod  throughout  the  study  tad  ISC  Oakland  nasds  to 
taks  an  active  part  in  deteraining  and  articnlating 
thsir  requireaeats  so  that  PIC  San  Francisco  can 
adequately  address  than  in  tha  stataaant  of  work  that 
will  ba  developed  and  nsed  as  a  basis  for  the  cost 
coaparison. 

8.  Additional  study  be  undertaken  to  closely  aonitor 
aeasoreaent  toss  per  custoaer,  pallets  per  custoaer, 
cube  utilization,  and  tiae  and  aileage  requireaents  in 
order  to  develop  an  accurate  database  in  support  of 
efforts  to  design  a  vehicle  scheduling  algor itha  for 
potential  use  as  part  of  liViDS.  One  approach  for 
doing  this  is  to  define,  in  advance,  the  data  required 
and  have  ISC  and/or  PIC  personnel  collect  it  in  detail 
for  a  period  of  30  days  or  aore.  This  controlled 
approach  to  data  gathering  is  necessary  since  relying 
on  historical  data  has  proven  to  provide  insufficient 
detail.  * 

9.  II vs OP  consider  establishing  the  effectiveness  of  the 
utilisation  of  SIT  funds  in  support  of  local  delivery 
systena  as  a  special  interest  itea  for  coaaand 
inspections  conducted  by  IhVS0F*s  Inspector  General. 
The  purpose  of  this  recoaaendation  is  to  eaphasixe 
IAV50P*  s  concern  for  efficiency  in  the  utilization  of 
funds  and  to  help  re- orient  those  coaaands  which  aight 
continue  to  view  the  perforaance  of  their  local 
delivery  systeas  only  in  terns  of  effectiveness. 

It  is  recognized  that  iapleaentation  of  aost  of  these 
recoaaendations  will  cost  ISC  Oakland  additional  resources 
(aoney,  people,  tine,  etc.)  and  that  any  cost  savings  gener¬ 
ated  will  accrue  to  ikVSOP  aanaged  SIT  funds  and  not  ISC 
Oakland  operating  funds.  The  lack  of  a  direct  econoaic 


incantiwa  for  VSC  Oakland  nay  aaka  tha  accaptanca  and  iapla- 
uantation  of  thasa  racoa aandations  aora  difficult  than 
nor aa 11  y  ax pact ad.  Additionally,  ainca  tha  parforaanca  of 
tha  local  daliwary  ay at a a  is  basad  priaarily  on  achiawaaant 
of  OBBXPS  tiaa  standards,  it  any  ba  difficult  to  iaplaaant 
any  changas  that  do  not  diractly  contributa  to  raducad 
transportation  hold  tiaas.  Thasa  ara  bat  two  of  tha  aany 
bahawioral  cons idarat ions  inwolwad  with  iaplasanting  changas 
to  how  ISC  Oakland,  or  any  organization,  is  currantly  doing 
bus in ass  and  thay  point  to  tha  difficulty  in  iaplaaanting 
changas  in  ganaral. 

lonathalass,  it  appaars  that  tha  tiaa  has  coas  to  giva  a 
closar  look  at  not  only  tha  a£ factivanass  of  local  daliwary 
o pa rations,  but  also  at  thair  afficiancy.  Although  thasa 
two  parspactivas  ara  diffarant,  it  saaas  appropriata  to 
striwa  for  a  balanca  batwaan  tha  two.  Thara  appaar  to  ba 
sawaral  actions  that  can  ba  initiatad  to  isprowe  tha  affi¬ 
ciancy  of  ISC  Oakland's  local  daliwary  systaa  and,  if 
thoughtfully  isplaaantad,  thasa  actions  should  not  adwarsaly 
ispact  tha  systau's  owarall  affactiwanass. 

It  is  hopad  that,  in  addition  to  describing  sons  of  tha 
cost  and  t  is  utilization  chars ctari sties  of  isc  Oakland's 
local  daliwary  systaa,  this  study  will  ganarata  a  ranawad 
aaphusis  ragard ing  tha  affieiant  utilization  of  SRT  funds  in 
support  of  tha  local  daliwary  function. 
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